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TRAFFIC WORLD INDEX 
The index for Volume 31, of The Traffic World, 
covering the period-from January 1 to June 30, 1923, 
will be mailed to subscribers with the July 14 number 
of the magazine. It should be preserved and bound 
with the copies of the magazine. This volume is the 
largest we have ever published, containing 1592 pages, 


exclusive of covers—an average of over 60 pages to the 
number. 


MOTOR TRUCK REGULATION 

In an editorial in this column, June 23, in commenting 
on a recently published book on the subject of the motor 
truck, we said that, apparently, no distinction was made 
by legislative bodies between the motor truck common 
carrier and any other kind of motor truck in charging 
for the use of highways. We meant, of course, that the 
book in question, though it treats the subject of truck 
legislation, did not show that any such distinction was 
made. Weare in receipt of a letter from Dwight Lewis, 
a member of the Iowa Board of Railroad Commissioners, 
pointing out that in Iowa a distinction is made. We find 
that the distinction is made both in the Iowa law and in 
the rules of the state commission issued under the law. 
We are glad to note that this is true and have no doubt 
that it may be true in some other states, though it is not 
true generally, and the exceptions seem to have escaped 
the attention of the author of the book in question, or he 
did not think the matter important enough to mention. 

The law in Iowa recognizes the “motor vehicle” and 
the “motor carrier,” the latter term being applied to: 

Any person, firm or corporation, lessee, trustee or receiver, 
operating any motor vehicles with or without trailers attached, 
upon any public highway for the transportation of passengers 
or property for compensation, between fixed termini or over 


a regular route even though there may be periodic or irregular 
departures from said termini or route, or for delivering oils, 
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goods or merchandise other than farm products in the vicinity 
of and from a distributing point except such motor carriers 
operating solely within the limits of a municipality. 

Provided that the provisions of this section shall not be so 
construed as to apply to resident retail merchants who deliver 
goods and merchandise, other than oils, or oil products, in 
quantities of five gallon or less, in pursuance of bona fide sales 
to residents outside the limits of cities and towns and special 
charter cities, or to any vehicle used in collecting dairy prod- 
ucts from the producer. Nothing in this act shall be construed 
as affecting the operation of school busses, which are used in 


conveying school children to or from consolidated or other 
schools. 


The law provides, among other things: 


Sec. 9. In_addition to the regular license fees of taxes im- 
posed on motor vehicles in this state, every motor carrier shall 


pay the following taxes for the maintenance and the upkeep 
of the public highways: 


Motor vehicles having pneumatic tires, one-eighth cent 


(4%c) per ton mile of travel over and along the public high- 
ways. 


Motor vehicles having hard rubber or solid tires, one-fourth 


cent (4c) per ton mile of travel over and along the public 
highways. 


In figuring the ton miles of passenger travel, the maximum 
seating capacity of each passenger carrying motor vehicle unit 
(trailers to be included) at one hundred fifty pounds (150) per 
passenger seat, plus the weight of the vehicle, multiplied by 
the number of miles operated, the sum thus obtained to be di- 
vided by two thousand, shall determine the ton miles of pas- 
senger travel each month. In no event, however, shall the num- 
ber of miles operated be considered as less than the number re- 


quired to be operated by the carrier to maintain its filed sched- 
ules. 


In figuring the ton miles of freight travel, the maximum 
freight carrying capacity of each freight carrying truck or 
vehicle unit (trailers to be included) plus the weight of the 
vehicle, multiplied by the number of miles operated, the entire 
sum thus obtained to be divided by two thousand, shall de- 
termine the ton miles of freight travel per month. 


RAILROAD CONSOLIDATION 


The decision of the Commission in the Nickel Plate 
consolidation case has a tendency to remove the feeling 
that the consolidation sections of the transportation act 
ought to be excepted from the program—to which we sub- 
scribe—of hands off the transportation law lest tampering 
with it result in more harm than good. Yet it is too early 
to say that the decision should entirely remove that feel- 
ing. The effect of the decision in this particular case is 
good, whatever may be the law or whatever the possibility 
as to further action of the same kind. A consolidation,pre- 
sumed to be proper, has been effected in spite of the fact 
that the Commission has not yet decided on a general 
plan of consolidation and that such decision seems a long 
time in the future. But is Commissioner Eastman right 
about the law, and, if he is, will further consolidations of 
this sort be permitted? Rather, will further proposed 
beneficent consolidations come before the Commission, 
prior to its adoption of a general plan, in such shape that 
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SHIPPING | GULF, MOBILE & NORTHERN RAILROAD 
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insures efficient handling by means of fast and regularly 
maintained schedules between Northern, Eastern, West- 


ern, Mississippi Valley, Southwestern and Pacific Coast 
Territories. 


- Daily Thru Merchandise Car Service from Chicago, St. 
Louis and Memphis (with weekly Refrigerator Cars from 
Chicago) to Meridian, Laurel and Mobile, provides for 
the quick handling and distribution of less carload freight. 


Import, Export and Intercoastal traffic via New Or- 
leans, Gulfport and Mobile given special attention, result- 
ing in uninterrupted movement to and through the ports. 


Information giving forwarding and delivery at junc- 
tions, arrival at destination and clearance from ports, 
promptly and cheerfully furnished upon request. 


TRAFFIC AGENCIES: 


Chicago, Ill. - Kansas City, Mo. 
E. L. Mountfort, A. T. M. W. H. Askew, D. F. A. 


Detroit, Mich. Pittsburgh, Pa. 
A. J. Besselo, D. F. A. W. K. Young, C. A. 


St. Louis, Mo. Memphis, Tenn. 
W. O. Lewis, D. F. A. M. Lamon, D. F. A. 


Los Angeles and San Francisco New Orleans, La. 
M. . Smith, P. S. A. J. Oo. Gaither, D. F. A. 
Mobile, Ala.—W. R. Butler, D. F. A. 


J. A. JACKSON, Asst. Traffic Manager 
(In charge of Imports and Exports) 
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it can find it proper to act on them, as it found it proper 
in this case? Even with the question as to the law re- 
solved in favor of the view of the majority of the Com- 
mission, we doubt if many consolidations that might be 
proposed, pending the arrival of the Commission at a 
general plan, would come within a category that might 
be permitted under the Nickel Plate decision. 

It would be going too far to say that the Commission 
has held that the consolidation part of the law does not 
forbid consolidations not in conformity with the tenta- 
tive general plan. Only by reading the dissent written 
by Commissioner Eastman can one obtain the impres- 
sion that the Commission has made such a holding. The 
text of the Commission’s decision affords no ground for 
an allegation to that effect. Commissioner Eastman is 
of the opinion that the consolidation part of the law 
freezes the railroads of the country in the status they had, 
so far as consolidations are concerned, when the law was 
enacted. 


From one point of view the decision is a model. It 
settles only the questions put before it by the applicant. 
The Nickel Plate asked a two-part permit. The first was 
to issue securities. The second was for a certificate de- 
claring that public convenience and necessity required 
the acquisition of the roads constituting the Nickel Plate 
system and the operation, by the new Nickel Plate cor- 
poration, of the railroads so acquired. Not one word about 
consolidation was said by the Nickel Plate in its appli- 
cation. But the Nickel Plate lawyers knew of the cav- 
illing that was being done about their presumption in 
having consolidated the five railroads and then coming 
to the Commission with that application for permission 
to issue stock, to acquire, and to operate. Assuming the 
possibility of the Commission adopting a view such as 
Commissioner Eastman put forth, they filed briefs citing 
dozens of cases showing, they asserted, that the consoli- 
dation part of the law had not superseded the laws of 
the states. In a broad way of speaking they and Mr. 
Eastman conducted a little argument on questions that 
had not been raised directly by the application. The 
Commission ignored them, thereby setting an example 
that the courts do not always follow. 

The nearest the Commission came to deciding some- 
thing not raised by the application was when it said: 
“All things necessary to the completion and consumma- 
tion of the consolidation have been effected.” But, im- 
mediately thereafter, it said: “It also appears that the 
constituent companies are included in the Nickel Plate- 
Lehigh Valley System in the grouping of roads under 
the tentative plan for consolidation of railroad properties 
promulgated by us under date of August 3, 1921.” The 
first declaration followed immediately after the declara- 
tion that the consolidation was made under the laws of 
the states that created the merged corporations. It may, 
therefore, be regarded, not as a finding that all things nec- 
essary under state and national laws to the completion 
and. consummation of the consolidation have been done, 
but merely that all things necessary under the state laws 
have been effected. To hold that the language meant all 
things, state and national, would be a disregard of the 
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limitations of facts. As a matter of fact, nothing about 
consolidation had been done under any federal statute. 

That the Commission did not intend to hold that the 
Nickel Plate consolidation was accomplished beyond the 
possibility of change was shown by its declaration that 
“nothing in this report shall be construed as restricting 
the Commission in its action with respect to the promul- 
gation of a complete consolidation plan or upon the sub- 
ject of valuation.” Commissioner Eastman chose to re- 
gard that reservation as of no value. Perhaps it is not. 
The fact, however, is that, in this case, the Commission 
did not find reason for holding, if that be its opinion, 
that the consolidation part of the law petrified the rail- 
roads, so far as consolidation is concerned, as of the day 
of its enactment. It left that question undecided because 
the application did not ask for permission to consolidate, 
probably for the practical reason that the consolidation 
under the laws of the states fitted the plan of consolida- 
tion tentatively made by it. 


Another consideration that probably moved the Com- 
mission was the fact that the language of the consolida- 
tion part of the law does not constitute a coherent scheme 
for consolidation of the railroads. That incoherency is 
due, probably, to the fact that the main idea underlying 
the transportation act draft, was that there should be a 
period of time in which voluntary consolidations might 
be made and that, at the end of that period, they were to 
be made regardless of the desires of the owners of prop- 
erties. The compulsory part was deleted. The whole 
thing should have been re-written when that change was 
made, but it was not—hence the consolidation part of 
the statute is not clear. Those who planned the trans- 
portation law undoubtedly desired to abolish the state 
authority over railroads, but, apparently, were not pre- 
pared to be direct with their language. That is why 
reliance must be had on inference, implication, and “the 
affirmative pregnant with a negative,” to reach the East- 
man conclusion. 

The Eastman dissent, it may be suggested, is, ap- 
parently, based as much on the history of the desire 
of Senator Cummins, and some who worked with him, to 
force consolidations, as on the language of the statute. 
In fact, but for the history surrounding the statute, the 
chief impression created by the language would be that 
somebody had been trying to say something about con- 
solidation of railroads, but had been interrupted so often 
in his task that he did not make himself clear. 

The outstanding fact, however, is that the decision 
is not a bar to consolidations under state statutes, nor a 
surrender of clearly granted power, if a surrender of any 
kind. Analysis shows it to be rather a crafty piece of 
work, notwithstanding Commissioner Eastman’s opinion 
of it. The Commission did not say in it anything that it 
will have to explain away, if it ever desires to use the 
consolidation section as a bar against a state consolida- 
tion. It may not even be quoted as saying that the Com- 
mission will approve consolidations made in accordance 
with its tentative plan. 

Unofficial information is that when the commission- 
ers took up the matter in conference they could not 
escape from the fact that the consolidation that had been 
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made under the state laws was in accordance with their 
tentative plan, and that the questions placed before them 
presented a practical business matter in which much harm 
and no practical good could be done by bringing into the 
case the question as to the meaning of the consolidation 
part of the law. As a practical matter, it is the under- 
standing, the commissioners considered it wise to be- 
lieve that the public interest required approval of what 
had been done, to the extent that approval could be in- 
ferred from the grant of the prayer for permission to 
issue securities and a certificate of public convenience 


and necessity to acquire properties already possessed 
by the old Nickel Plate. 

The harm that could be done by a denial was the 
casting of a cloud on the securities that had been issued, 
in fact, if not in name. Even as the matter now stands, 
there are some who believe there might be ground for 
dissatisfied stockholders of the old corporations to go to 
the courts because permission had not been obtained 
from the Commission to consolidate the properties. Such 
a case might raise the question which the Cimmission, 
in its report in this case, did not discuss, but which 
Commissioner Eastman made the main ground for his 
dissent. 


VALUATION ARGUMENTS 


The Trafic World Washington Bureau 


Donald R. Richberg, general counsel for the La Follette 
national conference on valuation of American railroads, made 
his first appearance before the Commission July 5, when argu- 
ment was begun in the valuation cases of the Death Valley, 
Gulf Terminal, Bangor & Aroostook, Chicago, Indianapolis & 
Louisville, Sainte Marie Union Depot, Middleton & Unionville 
and Carolina & Tennessee Southern railroads. 

In a petition and brief signed by Mr. Richberg, as general 
counsel; Herman L, Ekhern, attorney-general of Wisconsin; 
J. W. Murphy, attorney-general of Arizona, and Grenville S. 
Macfarland of counsel, the LaFollette valuation conference 
made known its position as to what the Commission should do 
with respect to valuation of the railroads. 

Mr. Richberg said, in effect, that “original cost to date” 
did not mean taking the records of the carriers to find that 
cost, but that the Commission should estimate the original 
cost to date just as cost of reproduction had been estimated 
by the Commission. In the petition the valuation conference 
requested the Commission to do as follows: 


That the Commission shall recommit each and every valuation 
proceeding now pending before it to the bureau of valuation with 
directions that the bureau shall proceed forthwith to ascertain and 
report (1) the original cost to date of each piece of property owned or 
used by a common carrier for its purposes as a common carrier, and (2) 
separately from improvements the original cost of all lands, rights of 
way and terminals, owned or used for the purposes of a common 
carrier, and ascertain as of the time of dedication to public use, and 
(3) separately the original cost of property held for purposes other than 
those of a common carrier; and with directions that the bureau shall 
ascertain and report the amount and value of any aid, gift, grant of 
right of way or donation made to any such common carrier, or to any 
previous corporation operating such property by the government of the 
United States, or by any state, county or municipal government, or by 
individuals, associations or corporations, and the grants of land to 
any such common carrier or any previous corporation operating such 
property by the government of the United States, or by any state, 
county or municipal government, and the amount of money derived 
from the sales of any portion of such grants and the value of the 
unsold portion thereof at the time acquired and at the present time, 
also the amount and value of any concession and allowance made by 
such common carrier to the government of the United States, or to 
any state, county or municipal government in consideration of such 
aid, gift, grant or donation. 

That in the event that the Commission shall decline to enter such 
an order that the Commission shall enter an order in such form and so 
specifically stating its construction of its duty under the valuation 
act and of the requirements of the valuation act, and its refusal to 
accept the construction of the duties of the Commission, and of the 
requirements of the valuation act, that supports the formal demand of 
petitioner, that petitioner may be enabled to test by appropriate 
judicial proceedings the validity of the position taken by the Com- 
mission in order that the duties of the Commission and the require- 
ments of the valuation act may be so clearly defined and deter- 
mined by the highest judicial authority at the earliest possible date 
so as to avoid the grave, if not irreparable injury, to the public and 
private interests, and the wasteful expenditure of public moneys and 
time of public officials, which would result from the completion of the 
work of the valuation of the American railroads in a manner subse- 
quently held to have been not in conformity with the law. 

That the Commission shall enter an order providing for recon- 
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sideration of any and all reports heretofore made in the matter of 
valuations wherein the Commission has not furnished an analysis 
showing methods of valuation employed and directing that in the 
preparation of any and all future reports made under the provisions of 
the valuation act, there shall be included an analysis of the methods 
of valuation employed. 

Mr. Richberg said the La Follette valuation conference rep- 
resented that the valuation act imposed a mandatory duty on 
the Commission to report the original cost to date; that the 
Commission had apparently taken the position that in order 
to do so it was necessary to obtain the necessary evidence 
from the records of the carriers. It appeared, therefore, he 
said, that the Commission had ruled in effect, first, that original 
cost to date meant actual cost to date to the carrier, and, sec- 
ond, that the only evidence admissible to show original, or 
actual cost to date, was data found in the record of the common 
carrier subject to investigation. 

The conference, Mr. Richberg said, represented that the 
Commission was in error in this position and that the primary 
purpose of the valuation act “was to provide a reliable report 
by a body of impartial public officials to show the amount of 
investment which had been prudently made and remained in 
the properties of the common carriers.” 

Mr. Richberg said the original cost to date “does not mean 
the actual or recorded’ cost in the sense of the amount re- 
ported as actually paid on the books of a public utility, but, on 
the contrary, means the cost of producing a property at the 
date of its construction, just as cost of reproduction does not 
mean and cannot mean actual or recorded cost, but is com- 
monly held to mean, and is construed by the Commission to 
mean, the cost of producing a property as of a date other than 
the date of original construction.” 

“Evidence of original cost to date,” he continued, “is in 
the judgment of competent engineers and other authorities in 
the field of valuation, always available where evidence is avail- 
able to ascertain cost of reproduction new, less depreciation, 
and that, therefore, wherever the Commission has been able to 
ascertain and report cost of reproduction new, less deprecia- 
tion, the Commission would have been able to ascertain also 
original cost to date from similar evidence or sources of in- 
formation.” 

Mr. Richberg referred to statements made to the Commis- 
sion by former Director Prouty of the bureau of valuation that 
such reports of original cost to date could be made, but said 
that Mr. Prouty had designated this as “estimated original 
cost.” 

Evidence from the books of the carriers, he said, would be 
subject to correction by evidence showing, for example, “that 
apparently recorded costs of physical properties included ex- 
travagant or dishonest payments, constituting payments not 
made for property, or diversions of funds, or mere bookkeeping 
entries for the purpose of balancing assets and liabilities; that 
in the event of a challenge of such records evidence could be 
properly offered in a judicial proceeding to show the probable 
reasonable cost of such items of property.” 

The chief justification offered to the Commission by the 
director of the bureau of valuation in his recommendation that 
the principal labors of the bureau should be devoted to the 
ascertainment of reproduction cost new, less depreciation, Mr. 
Richberg said, was that it appeared from the early work of 
the bureau of valuation that such reproduction cost, using 
prices as‘of June 30, 1914, would provide on the whole totals 
approximately the same as those which would result from the 
ascertainment of original cost to date by the method heretofore 
suggested, described by him as estimated original cost. How- 
ever, Mr. Richberg said, reproduction cost new obtained by 
using prices of 1914, would not represent reproduction cost 
new in 1923, and inevitably representatives of the carriers 
would claim, and the Commission or the courts might approve 
the claim, that a multiple must be used in order to raise the 
price level of 1914 to that of 1923, or to that of the reasonably- 
to-be-expected future price level, and that thereby those figures 
of reproduction new eventually to be considered by the Com- 
mission would be greatly in excess of any possible figures of 
original cost to date. 

“It is respectfully submitted,” said he, “that if the valua- 
tion work of the Commission is completed without the ascer- 
tainment and report of original cost, the major part of the 
enormous expenditure of public and private funds in the making 
of this valuation will have been wasted. The results will not 
justify the cost of the work performed and the valuation of 
the American railroads will be simply a gigantic failure, merely 
a means for providing additional ammunition to the exploiters 
of public service with which to oppose future efforts at public 
regulation of public utility enterprises.” 


RATES ON IRON AND STEEL 


The subject of rates on iron and steel articles from .Cen- 
tral Freight Association territory to Pacific coast territory will 
have consideration by the C. F. A. Trans-Continental Advisory 
Committee at a meeting in the C. F. A. rooms, Chicago, July 12, 
at 10:00 A. M. Shippers’ representatives desiring to present 
their views on the subject will have an opportunity at that time. 
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Current Topics 
in Washington 


Stop, Look and Listen.—The man who appraises the edi- 
torial utterances of other newspapers for the Washington Star, 
after reading the things said by the newspapers about the 
Harding railroad speech at Kansas City, indicates that most 
of the editors think it would be a good time to obey the 
admonition of the sign board.at the railroad crossings before 
undertaking any renovation of the transportation act. The 
appraiser noted also that several of the editors reacted un- 
favorably to the implication in the Harding speech that con- 
solidation was the only way to prevent going to government 
ownership and operation in some form. ‘The St. Louis Globe 
Democrat, he noted, felt that Harding increased popular alarm 
“by giving us, in effect, to understand that consolidation, with 
all its complications and serious obstacles, is the only escape 
from government ownership.” The general reaction, however, 
seemed to be that the people should think earnestly on the 
subject and that Congress should be certain it knew what it 
wanted to do before it started on changes in the present 
statute that creates an uncertain scheme of consolidation. The 
Newark Evening News wanted to know why, if the subject of 
consolidations Was to be taken up, the country did not go 
about the thing in a natural way. Its idea of the natural way 
was to allow roads that could not make a living to go through 
the usual process of being sold by the sheriff and bought in 
by such as thought they could make them pay, and so on, 
until, by an evolutionary process, those incapable of making 
the roads pay were eliminated and their property distributed 
among those competent to use it in a profitable way. The St. 


Paul Pioneer Press was of the opinion that the most important. 


thing in connection with railroads was for the people to be 
made to understand that the railroads were their servants and 
that, before they could serve as such, they should be put into 
condition to serve. Its further idea was that the wall of dis- 
trust and prejudice must be razed so that the people and good 
railroad service could be brought together. The Detroit Free 
Press was glad for just one stated reason. That was that when 
those in favor of government ownership and those opposed to 
it came into fighting lines, the latter would have a leader, be- 
cause Harding’s speech gave assurance it would have a leader 
and a program to oppose to the process of “legislative railroad 
wrecking” which leads toward government ownership. As a 
rule, the comments quoted by the appraiser gave Harding 
credit for frankness, although, throughout, there was a note 
of inquiry as to whether there was necessity for asking for 
legislation in the immediate future. One unusual thing came 
from Wyoming, not via the editorial columns, however. It was 
the complaint of a Republican of some standing in that state 
to the effect that Harding was declaring himself on too many 
things. The suggestion was that it was not necessary for a 
President of the United States to tell what he thought on 
every possible issue in advance of its tendering by some oppo- 
sition element. That complaint, apparently, overlooked the 
proposition laid down by Capt. A. T. Mahan, the naval authority, 
that the best defense took the offensive and smote the enemy 
hip and thigh when he was not expecting any move. Some of 
Harding’s friends have an idea that he went out into the states 
of the so-called progressive bloc senators to tell their constitu- 
ents what he thought, with a view to showing them that, while 
he had not been so loquacious as they, he was just as pro- 
gressive as they ever.suggested to their constituents that they 
were. Some of his friends admit, however, that his speeches 
have not set well with conservatives who act on the principle 
that the burden of proving the value of changes is on the man 
who suggests them and that, as a matter of fact, the so-called 
progressive bloc has not convinced the east that changes are 
necessary or desirable either in the transportation law or in 


any other program that has been acted on since Harding came 
into office. 





Local Opposition to Consolidation.—Opposition to the con- 
solidation of railroads, it appears now, is likely to be made up, 
not so much of the hostility of those who own the properties 
to be consolidated, as of hostility of communities, the business 
affairs of which might be disarranged by the merging of lines 
that, in a corporation sense, are now strangers to each other. 
The opposition shown by Missouri River communities is being 
duplicated by the trade bodies of Philadelphia. The latter 
object to the Reading being turned over to the Baltimore & 
Ohio because they think the latter would be more interested 
in developing Baltimore than in developing Philadelphia. That 
opposition has been voiced by W. H. Reed, their counsel. In 
a brief on the consolidation of railroads, he set forth that the 
Reading was, so to speak, a Philadelphia institution, devoted 
to the upbuilding of that city, while the Baltimore & Ohio 


was a Baltimore institution. He brought out the point that 
Philadelphia had no belt line such as connects the railroads 
entering other cities, but that, to a degree, the Reading had 
terminals that performed a belt line service for that city. 
Therefore, to put that belt line into the hands of the Baltimore 
& Ohio, he suggested, would be unfair to Philadelphia. An- 
other point made by him was that such a consolidation would 
turn Philadelphia over to only two carriers, while all other 
ports on the Atlantic and Gulf were served by at least three 
and, in some instances, by as many as six lines. Pittsburgh 
interests also, but not to so pointed a degree, are inclined to 
insist on the Bessemer & Lake Erie being kept independent of 
the other roads that serve that city to the end that it may be 
able, at all times, to carry the tonnage of that city to the line 
that is open, in times of congestion, as it has been able to do 
all the time it has been in existence. J. H. Reed, president 
of that road, in his testimony, pointed to that fact as one that 
should not be changed. He also commented on absentee man- 
agement and the slowness with which it moved. So did the 
Philadelphia lawyer. He, however, approved the consolidation 
of the Reading and the Central of New Jersey. The Supreme 
Court of the United States, however, said such a consolidation 
would be in violation of the anti-trust law. However, the law, 
as it stands, gives the Commission the right to say that, not- 
withstanding the inhibitions of the law of 1890, consolidations 
that it believes to be in the public interest may be made. 





What Ashurst Will Learn.—Adoption of the Ashurst reso- 
lution by the Senate and the Commission’s inauguration of an 
inquiry into the whys and wherefores of its fourth section 
administration, will result, it is believed, in the senator being 
told that the communities that asked for fourth section relief 
for the railroads carrying their traffic were still endowed with 
a fair share of human nature when they backed the railroads. 
Human nature, Champ Clark used to say, was hog nature. 
The communities that supported applications for fourth sec- 
tion relief, in every instance, asked for the arrangement of 
rates that would give them the greatest amount of service. 
They were not content with the service given by the carriers 
by water. They desired not only the water service but service 
by the railroad carriers. Ashurst asked the Commission to find 
out what influence or pressure was used by such communities 
in behalf of the relief that had been requested by the railroads. 
There is a suspicion that, on that phase of the subject, he will 
receive information that will be cumulatively in support of 
the proposition that they were actuated by human nature con- 
siderations and motives; that there never was an altruistic 
community that was content with the service it could obtain, at 
lower rates, from the carriers by water. They were piggish to 
the extent of desiring railroad freight rates that would put 
goods into their warehouses, sometimes by freight and some- 
times by water. If the Commission goes back far enough, it 
will find that Pacific port cities even went to the expense of 
buying boats and operating them so as to beat down the rates. 
It will also find, memory says, that, as soon as the rates came 
down, the boats went out of business. A further fact likely 
to be disclosed, if the Commission digs deep enough, is that 
the railroads, as a matter of self-protection, bought boats so 
as to keep the boats of shippers out of business and that that 
is what caused Congress to enact the Panama canal law that 
keeps railroad-owned boats from using the canal, not to men- 


tion boats owned or controlled by organizations that had been 
declared trusts. 





Bus Line Troubles.—When, as some are said to expect, the 
passenger bus and the motor truck relegate railroads to the 
company of the dodo and the great auk, real common carrier 
regulation trouble will be here full panoplied and vigorous. 
Alexandria, Va., which used to be George Washington’s market 
town when the father of his country was living at Mount Ver- 
non, is experiencing some of the disappointments that may 
then be common. Alexandrians, until July 1, had three ways 
of coming to Washington, if not four. One was by the steam 
railroad, another by trolley, a third by bus line, and, possibly, 
a fourth, by ferry. But since that day it has had no bus serv- 
ice. Apparently without notice, the bus company that had been 
operating to Washington, at fares considerably less than the 
trolley fares, took its eight vehicles off the king’s highway and 
sent them to Hagerstown, Md. Alexandria, according to re- 
ports, did not know why the busses were sent to that pretty 
city in Maryland. A suspicion was that the company thought 
it could make more money at Hagerstown than at Alexandria. 
The common carrier for hire, without much noise, if any, quit 
being a common carrier for hire or anything else, so far as the 
Alexandrians were concerned. A steam railroad, in theory, can- 
not quit so easily and so completely as that. It cannot take 
up its rails overnight. Overnight a street railroad has been 
known to run its cars out of one state into another, which is 
an experience Toledo, O., once had because its council thought 
it could not only lead the unwilling horse to water, but make 
it drink. The company had the alternative of furnishing serv- 
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ice at a rate the company thought confiscatory, or vamoosing. 
Toledo never thought of the company getting its cars out of 
the city, but it did, sending them into Michigan. When that 
happened, Toledo surrendered, as a condition precedent to 
getting street railway service restored. Alexandria was accused 
of quadrupling taxes on the busses. Now it has the poor sat- 
isfaction of getting no revenue and also of having its citizens 
pay the higher fares that have been approved by the Inter- 
state Commerce Commission. 





The Law’s Eccentricities—The layman has a hard time 
keeping up with the peculiarities, and the reasons therefor, if 
any, of the law. The report made by Charles F. Gerry, in 
No. 14501, Universal Oil Company et al. vs. Director-General, 
Southern Pacific et al., is a case in point. J. R. C. Boyer paid 
and bore the charges on three carloads of imported shelled 
peanuts. That is the fact because he was the controlling stock- 
holder in the Boyer Oil Company and the Universal Oil Com- 
pany, one of which ordered the peaunts and the other of which, 
the books showed, had the freight charged to it. A check 
against Boyer’s money, issued by an attorney, paid the freight 
bill. Yet Gerry had to recommend dismissal of the complaint 
because Boyer was not a party to the informal complaint, nor 
was it shown whether the check given by his lawyer was given 
by Boyer, the individual, or Boyer, the president of one of the 
two companies, and because there was nothing in the record 
to show who was entitled to the assets of the dissolved Uni- 
versal Oil Company other than the testimony that Boyer owned 
practically all the stock and that Boyer’s oil company had 
financed the Universal. Were Boyer a practicing lawyer in- 
stead of an extractor of oil from peanuts and other seeds, the 
accounts probably would not have been nearly so illuminating 
because, as a rule, lawyers are poor bookkeepers. But they 
make the rules for the guidance of extractors of oils and when 
the latter do not show, by unimpeachable evidence, that they 
paid and bore the freight charges, the government operates its 
“heads I win, tails you lose” game in the matter of reparation. 
Perhaps, however, the extractors of oil have operated little 
games of their own, in dealings with the government, and, 
therefore, the account may not be jug-handled. A. E. H. 


McMANAMY TAKES OFFICE 


The Trafic World Washington Bureau 

Commissioner McManamy began work July 1, Secretary 
McGinty having administered the oath as of that date. Mr. 
Daniels, his predecessor in office, left Washington the after- 
noon before, after Chairman Meyer, in behalf of his associates, 
after he was out of office, presented him a traveling case, fish- 
ing tackle and golf clubs. 

Commissioner McManamy was assigned to division No. 1, 
which has jurisdiction over valuation, safety, locomotive in- 
spection, block signals and train control. The Commission re- 
arranged the bureaus reporting to division No 1 and the bureau 
of locomotive inspection will hereafter report to that division 
through Mr. McManamy. This bureau has been reporting to 
Commissioners McChord and Esch. The Commission created 
a new section of block signals and train control, heretofore in 
the bureau of safety, and appointed W. H. Harland, who has 

. been in the bureau of safety, as chief of the new section. This 
section will report to Commissioner Esch. 

Division No. 5, which has charge, among other things, of 
service matters, was also rearranged. Commissioner Aitchison 
was taken therefrom and put into division No. 2 and placed 
in charge of the bureau of traffic, which has as its director 
W. V. Hardie. Division No. 5, as newly constituted, consists 
of Commissioners Potter, Esch, Cox and McManamy. On divi- 
sion No. 2, with Commissioner Aitchison, are Commissioners 
Esch and Campbell. 

Commissioner McManamy was appointed as from the Dis- 
trict of Columbia because he had lived there so long that he 
had lost his residence in any state. Mr. Daniels was appointed 
from New Jersey. His retirement leaves Commissioner Cox as 
the one Jerseyman on the Commission. 


NEW ENGLAND CONSOLIDATION 


Opposition to the Commission’s tentative plan for consoli- 
dation for the New England roads and the proposal of an 
alternative plan of rehabilitation and financial readjustment for 
the New York, New Haven and Hartford, are voiced in the 
report of the Joint New England Railroad Committee which was 
appointed by the governors of the New England states and has 
completed a ten months’ study of the situation. The com- 
mittee, which was composed of thirty business men, found that 
except for the Boston and Maine and the New Haven, the New 
England roads were rendering satisfactory service. 

The committee warned that the financial condition of the 
New Haven was so bad that, unless a scheme of “rehabilitation 
by co-operation” was adopted, the only way to put the road on 
its feet would be through a receivership, which would not only 
be expensive but would bring on a period of business depres- 
sion in the territory served. The road is requested to undergo 
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a voluntary reorganization by placing its selection of officers 
and all its financial matters in the hands of a board of trustees 
to be appointed by the states of Massachusetts, Connecticut, and 
Rhode Island. : } 

The scheme calls for an issue of new stock, an exchange of 
bonds, a refunding of the debt owed to the government, and the 
remission: of taxes by the states involved in years when. earn- 
ings are so low as to prevent the securing of proper credit. 
The committee recommends that the trolley investments of the 
New Haven be disposed of as soon as they can be sold at a 
fair price and the capital made available for the use of the 
railroad. 

A rehabilitation of the Boston and Maine along the same 
general lines is also proposed, the direction and management 
to be placed in the hands of a board of seven trustees appointed 
from the states it serves, three being appointed from Massa- 
chusetts, two from New Hampshire, and one each from Maine 
and Vermont. 

In opposing Professor Ripley’s scheme of consolidating the 
Boston and Maine with the Erie, a merger is suggested of that 
line with the Bangor and Aroostook and the New York Central. 
Consolidation of New Haven with the Pennsylvania is suggested 
also, if there must be consolidations. 

“Trunk line ownership,” says the report, “would substan- 
tially eliminate competetion among the trunk lines for New 
England’s west bound business and with it one of the greatest 
incentives to good service.” 

Instead of trunk line consolidation the committee suggests 
a merger of the New England roads and their contrrolled lines 
after the Boston and Maine and the New Haven have been put 
back on their feet. 


FOURTH SECTION INQUIRY 
The Trafic World Washington Bureau 
The Commission has instituted an inquiry (No. 14941) into 


‘the administration of the fourth section so as to be able to 


comply with the Ashurst resolution, adopted last March 3, direct- 
ing it to furnish to the Senate the names of the railroads that 
have made application for fourth section relief; the effect on 
others if such applications were granted; the localities that 
have been most interested in having the railroads make such 
applications; and what pressure such localities have broyght on 
the railroads and other localities in order to obtain the filing of 
such applications. Hearings are to be begun before Commis- 
sioner Cox and Examiner Bardwell at Chicago September 4 
and are to be continued throughout the intermountain country 
and coast cities, ending at Washington, October 15. 
The Commission’s order is as follows: 


Whereas, On March 3, 1923, the Senate of the United States 
passed a resolution directing this Commission to investigate and report 
to the Senate information relating to the administration of Section 4 
of the Interstate Commerce Act, including the following: 

(a) The names of the railroads that have made application for 
relief from the operation of the said Section 4 and the effect upon 
other railroads of such applications where granted; and, 

(b) “The localities that have been most interested in having 
the railroads make such applications, and what pressure such locali- 
ties have brought upon the railroads and other localities in order to 
obtain the filing of such applications.” 

Now, therefore, in exercise of the powers conferred on the Com- 
mission by the provisions of the Interstate Commerce Act; : 

It is ordered, That a proceeding of inquiry and investigation be, 
and the same is hereby, instituted by this Commission for the pur- 
pose of ascertaining and reporting the facts with respect to the 
above-mentioned matters and things referred to in said resolution, in 
conformity therewith. 

It is further ordered, That copies of this order of investigation be 
served upon all carriers by railroad subject to the Interstate Com- 
merce Act. 

It is further ordered, That carriers that have filed sqpnetone 
for relief from the provisons of Section. 4 of the Interstate Commerce 
Act will be expected to advise with reference to request by com- 
munities in typical instances to make such ea ouiees. 

It is further ordered, That this investigations shall be conducted 
by means of hearings or otherwise in such manner as may be here- 
after determined. : 

And it is further ordered, That the above-entitled proceeding be 
assigned for hearing before Commissioner Cox and/or Examiner Bard- 
well at Chicago, Ill., Sept. 4, 1923, 10 o’clock a. m., at Great Northern 
Hotel; Denver, Colo., Sept. 7, 1923, 10 o’clock a. m., at U. S. Court 
Rooms: Salt Lake City, Utah, Sept. 14, 1928, 10 o’clock a. m., U. S. 
Court Rooms, Boise, Idaho, Sept. 18, 1923, 10 o’clock a. m., at Federal 
Building; Helena, Mont., Sept. 22, 1923, 10 o’clock a. m.. at U. S. 
‘Court Rooms; Spokane, Wash.. Sept. 25, 1928, 10 o’clock a. m., at 
U. S. Court Rooms; Seattle, Wash., Sept. 27, 1923; 10 o’clock a. m., 
at Chamber of Commerce; San Francisco, Calif., Oct. 1, 1923, 10 
o’clock a. m., at 237 Merchants’ Exchange; Phoenix, Ariz., Oct. 5, 
1923, 10 o’clock a. m., at Jefferson Hotel; New Orleans, La., Oct. 10, 
1923, 10 o’clock a. m., at St. Charles Hotel; Atlanta, Ga., Oct. 12, 
1923, 10 o’clock a. m., at U. S. Court Rooms; and Washington, Dp, ©, 
Oct. 15. 1923, 10 o’clock a. m., at the office of the Interstate Com- 
merce Commission, 





N. Y. C. STOCK ISSUE 


The Commission has authorized the New York Central to 
issue not exceeding $100,000,000 of capital stock in exchange 
for 20-year 6 per cent convertible gold debenture bonds. The 
bonds were issued under an indenture dated April 1, 1915, and 
bear 6 per cent interest. The authorized capital stock of the 
company is $400,000,000, of which $268,377,739.75 had been 
issued prior to the filing of the application to issue the addi- 
tional stock. 
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Decisions of Interstate Commerce Commission 





OHIO-MICHIGAN COAL CASES 


A material readjustment of rates on coal from southern 
Ohio, the Inner and Outer Crescents and within Ohio has been 
ordered by the Commission in a report on No. 12698, Southern 
Ohio Coal Exchange vs. Chesapeake & Ohio et al.; No. 12851, In 
the Matter of Intrastate Rates on Coal within the State of Ohio; 
No. 12235, Michigan Manufacturers’ Association et al. vs. Chesa- 
peake & Ohio et al.; No. 12828, Michigan Paper Mills Traffic 
Association vs. Chesapeake & Ohio et al.; No. 12977, Jackson 
Chamber of Commerce et al. vs. Ann Armor et al.; No. 13204, 
Kellogg Toasted Corn Flake Company vs. Ann Arbor et al.; No. 
13248, Wabash Portland Cement Company vs. Ann Arbor et al., 
and parts of fourth section applications Nos. 554, 1764 and 1952, 
called the Ohio-Michigan Coal Cases, opinion No. 8569, 80 I. C.C. 
663-97, not later than September 27. 

In a report written by Commissioner Esch with Commission- 
ers McChord, Potter and Campbell separately stating their views, 
the Commission condemned the existing differentials between 
southern Ohio on the one hand, the Inner and Outer Vreseents 
on the other, the Ohio intrastate rates, the adjustment of rates 
from Ohio and the Crescent districts to destinations in the 
lower peninsula of Michigan and Elkhart, Ind. It denied fourth 
section relief to maintain lower rates on coal from the Inner 
Crescent to Detroit and Jackson, Mich., than to intermediate 
points. It said that the Jackson group parity should be restored 
and that the rates from Ohio and the Crescents to Battle Creek, 
Mich., were not unreasonable or otherwise unJawful except with 
relation to Detroit as indicated in the part of the report relating 
to the lower peninsula of Michigan, and Elkhart, Ind. 

The two outstanding parts of the report are those relating 
to the differential adjustment as between the southern Ohio 
mines on the one hand, and the mines in the Crescent groups 
on the other, to destinations in affected territory, which lies 
west and northwest of a line drawn from Sandusky to Galion, 
O., and the condemnation of the intrastate rates prescribed by 
the Ohio commission as being in violation of the thirteenth 
section. 

The Commission’s order requires the carriers involved not 
later than September 27, to increase the differential as between 
southern Ohio and the Inner Crescent to 50 cents per ton by 
reducing the rates from the Ohio mines 10 cents. It requires 
the railroads to increase the differential between southern Ohio 
and the Outer Crescent from 60 to 75 cents by increasing the 
rates from the Outer Crescent mines 5 cents per ton. 


No order respecting Ohio intrastate rates was made because, 
as Commissioner Esch said, the differentials between southern 
Ohio and the Crescents prescribed in this report would go fer 
to remove the undue prejudice and preference caused by the Ohio 
rates. He said that it might be the respondents, upon applica- 
tion to the Ohio commission, would be authorized to complete the 
removal and restore the rate parity formerly existing. The ques- 
tion as to the character of the Ohio State rates was raised 
directly in No. 12851, the Commission initiated inquiry into the 
quality of the Ohio rates. 


Commissioner Esch treated all the cases other than that 
initiated by the Commission itself, as raising issues substan- 
tially co-extensive with those considered in Bituminous Coal to 
C. F. A. territory, 46 I. C. C. 66, otherwise known as I. and S. 
No. 774 or the original case. He said the facts relating to the 
origin districts, destination territory, the carriers, routes, dis- 
tances, development of the coal districts, and the history of the 
rates and the differential and group adjustments need not in this 
case be restated. He grouped Nos. 12235, 12828, 12977, under the 
heading of Michigan Cases—Interior Points. Complainants in 
them, he said, included practically all the Michigan manufac- 
turers. They competed, he said, one with the other, and with 
manufacturers located in those territories, in Ohio and Indiana 
embraced in what was known as affected territory. Their com- 
plaints, he said, alleged that the rates from the Ohio and Cres- 
cent districts to practically all the important coal consuming 
points in the lower peninsula of Michigan and to Elkhart were 
unreasonable per se and as compared among themselves and 
with rates from the same producing districts to points in those 
parts of Ohio and Indiana in affected territory were relatively 
unreasonable, .unjustly discriminatory and unduly prejudicial. 
The complainant in No. 12977 also alleged that certain rates 
were in violation of the fourth section. Reparation was sought 
by the complainant in No. 12235. Some of the complainants, Mr. 
Esch said, were dissatisfied with the manner in which the rates 
had been increased since the original case decision which, in 
their opinion, had disrupted the then existing relationships at 
destination points. Other complainants, he said, regarded the 
adjustment of the rates up to Toledo as satisfactory and centered 
their attacks on the spreads over Toledo. Because of an allega- 


tion of undue prejudice against certain interior Michigan cities 
and Elkhart and undue preference of Toledo and Detroit, a 
horizontal reduction in the rates, including those to the cities 
mentioned, would not have satisfied their complaint. They 
alleged that as traffic and.transportation conditions from Toledo 
were substantially the same as those obtaining in northern Ohio 
and Indiana, “distance alone remains as the measure of a just 
and reasonable rate of transportation.” They desired the estab- 
lishment of rates for the future based on a distance scale beyond 
Toledo. 

In disposing of that feature of the consolidated case, the 
Commission found that the rates complained of from the Ohio 
and Crescent districts were not unreasonable but were unduly 
prejudicial to the complaining points and unduly preferential 
of Detroit to the extent that such rates exceeded those to De- 
troit by more than the following amounts per net ton, which 
took into consideration the general reductions of July 1, 1922: 
To Jackson, Mich., 10 cents; Lansing, Mich., 30 cents; Elkhart, 
Ind., 40 cents; Battle Creek and Kalamazoo, Mich., 50 cents, and 
Grand Rapids, 65 cents. 

That finding, Mr. Esch said, included all points which, under 
the destination grouping, took rates the same as to the particu- 
lar points against which undue prejudice had been found to 
exist. The carriers, in adjusting their rates, he said, should 
make corresponding adjustments in the rates to related points. 
He said the relationships could be established without any mate- 
rial reductions in the carriers’ revenue by increasing the rates 
to Detroit 1 cent and reducing, to the extent necessary, the rates 
to the interior points. The record, he said, did not afford a basis 
for finding that damages had been sustained by reason of the 
undue prejudice. Reparation therefore was denied. The evi- 
dence, he said, did not warrant a finding of undue prejudice 
against Cadillac, Petoskey and Mackinaw City, Mich. 

In Fourth Section Order No. 8750, the Commission denied 
fourth section relief to the carriers to continue to charge rates 
from mines on the Inner Crescent groups to Detroit lower than 
those on like traffic to Tama, O., Jackson, Mich., and other inter- 
mediate points; also to the Kanawha & Michigan to continue 
rates from the Kanawha districts in West Verginia to Jackson 
lower than those to Pontiac and other intermediate points in the 
Lansing group. 

As to No. 13243, called the Stroh Case, the Commission 
found the rates from Ohio and Crescent districts to Stroh, Ind., 
not unreasonable. The report said the record disclosed no suffi- 
cient reason for a difference in rates between Stroh and points 
in the Jackson group and found that the rate parity formerly 
existing between them should be restored. No damage was 
found, reparations was denied, and the complaint dismissed. 

In No. 13204, called the Battle Creek Case, the Commission 
said that except as hereinbefore indicated, the rates to Battle 
Creek were not unreasonable, unduly prejudicial or unjustiy 
discriminatory. 


According to Commissioner Esch, the sole issue in the differ- 
ential part of the case, was whether the differentials and rates 
assailed were unduly prejudicial to the Ohio complainant and 
unduly preferential of coal operators in the Crescents. ‘The 
complainant suggested that under certain conditions the superior 
quality of coal in conjunction with the value of service might 
properly be factors to be considered in prescribing rates and 
differentials and that, if the Ohio coal were superior in quality, 
it might be that, in considering the value of service and the 
competitive factor, thé factor of distance might be of less im- 
portance; “but where the character and quality of coal «re to 
the advantage of the more remote district and would, under any 
conditions, overcome the disadvantage of distance to a consid- 
erable extent, the factor of distance should be given it maximum 
effect in the making of the rates and in the fixing of the differ- 
ential.” Complainant also suggested that in prescribing rates 
and in fixing differentials the natural advantage of Ohio in prox- 
imity to markets should be fully recognized as the undisputel 
evidence in the case was “that in quality alone the Crescent 
districts can and do overcome their disadvantage in location by 
reason of the superior quality of their coals, even under differ- 
entials of 56, 70 and 84 cents.” 

Commenting on the contentions of the complainants, Com- 
missioner Esch said the fact that the superior quality of Cres- 
cent coal might enable it to stand higher rates was, of course, 
not of itself a sufficient or proper reason for widening the dif- 
ferentials assailed. That, he said, could only be done by de- 
creasing the rates from Ohio or by increasing the rates from the 
Inner or Outer Crescents, or both. 

In conclusion, Commissioner Esch said that the differentials 
were prescribed in the first instance in part at least upon the 
theory that under them Ohio would enjoy the natural edvantage 
of its proximity to the market. He called aitention to the fact 
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that in the increases in these rates that had taken place since 
then, the basic rate from Ohio was increased enough, regardless 
of the percentage effect, to maintain the differentials in cents 
per ton. Upon that record, he said, the Commission was of the 
opinion that the southern Ohio districts were not now enjoying 
the full advantage of their location with respect to the markets 
west and northwest of the Sandusky-Galion line. 

Commissioner McChord in his separate recital of views 
said he was in accord with the majority in ail particulars so far 
as they went, but was of the belief the Commission did not go 
far enough. He said the differentials should be 60 and 90 cents 
above the base rate of southern Ohio. Commissioner Potter said 
his views were approximately those expressed by Commissioner 
McChord. He said that present indications were that, all things 
considered, the Commission had made a mistake in the coai part 
of Ex Parte 74, in which it said it did not desire to disturb the 
relation among coal fields. He said the effect of that decision 
was to benefit the Crescent districts and injure Ohio. He said 
the Commission should have gone back and corrected the error 
made in Ex Parte 74. He said a flat percentage increase at that 
time would have been better and that the Commission in this 
case should have gone back and corrected that error. He said 
that the general bituminous coal situation had an aspect which 
might well have influenced the Commission in disposing of this 
case, that is, the long hauls. The elimination of long hauls, he 
said, tended to justify an increase in the differential in this case 
to an extent that at least would restore the original normai 
relation. Commissioner Cox joined with him in that expression 
of views and Commissioner Eastman joined Commissioner Mc- 
Chord. 

Commissioner Campbell, concurring in the general conclu- 
sion of the majority, said he did so with some reluctance be- 
cause he was strongly of the opinion that the interests of all 
parties would be better served if the Commission required a 
realignment of rates on a mileage basis rather than continuance 
on a group basis. 


COMMISSION REVERSES ITSELF 


In a report on I. and S. No. 1535, Lumber from California to 
Minnesota and Wisconsin, opinion No. 8554, 80 I. C. C. 595-600, 
on further hearing, the Commission, with Chairman Meyer and 
Commissioners McChord, Daniels, Aitchison and Cox dissenting, 
has reversed the previous finding in 69 L C. C. 721. The re- 
versal was accompanied by a finding that the proposed increased 
rates on lumber from California and other far western states to 
St. Paul and Duluth and other points in that territory were 
justified. The Commission’s report, written by Commissioner 
Campbell, said the record now made it clear that from the Cali- 
fornia and other far western groups, higher rates might well 
apply to St. Paul territory than to the Missouri River. The 
present rates to St. Paul, he said, were warranted only by mar- 
ket competition. Therefore, he said, the Commission found 
that the basis proposed in the suspended schedules had been 
justified and the previous conclusion was reversed. 


Commissioner Campbell said that if the respondents estab- 
lished the proposed increased rates to St. Paul territory, the de- 
partures from the long and short haul would be removed. But, 
he said, if they continued their present rates to that territory, 
they would have to have fourth section relief or reduce their 
rates at intermediate points on lines other than the Chicago, 
St. Paul, Minneapolis & Omaha and the Great Northern between 
the Missouri River and St. Paul. Over those lines, he said, 
there were no departures from, the rule and no changes in rates 
were necessary on account of the fourth section. He said that 
if the present rates were continued to the St. Paul territory and 
relief from the long-and-short haul denied, general and sub- 
stantial reductions would have to be made in the rates from the 
California group to destinations in Group E territory and per- 
haps as far east as Chicago in Group D territory. In as much 
as rates to points east of Chicago were built on combinations, 
Mr. Campbell said, the reduced rates might reach as far as the 
Atlantic seaboard. Related reductions, he said, probably would 
be made from, the north Pacific coast groups and from the south- 
west and southeast. 


In fourth section order No. 8723, the Commission said that 
relief should be denied effective October 22, as to application 
No. 12323, by which the carriers sought authority to maintain 
on lumber, shingles and other forest products from points in 
California, and related points, rates to St. Paul, Duluth and 
Superior which were lower than those contemporaneously main- 
tained on like traffic to intermediate points. 


Chairman Meyer, in his dissent, said he was unable to agree 
with the majority that fourth section relief should be denied. In 
this view, the lines transporting lumber from California to St. 
Paul and operating through Group E should be permitted to 
meet the competition they found at St. Paul without being com- 
pelled to reduce the rates at intermediate points. The rate 
making lines, he said, were those operating from north Pacific 
coast groups. The carriers serving California points, he said, 
met at St. Paul, the rates thus fixed. The territory of destina- 
tion was and for years had been grouped, he said. St. Paul 





Vol. XXXII, No. 1 


and the Missouri River are in Group F. The Omaha, he said, 
receiving traffic from its western connections at the Missouri 
River, operated entirely through Group F to St. Paul and thus 
observed the fourth section. Other lines operating through 
Iowa and southern Minnesota, in reaching St. Paul, pass through 
Group E east of Missouri River, the chairman said. 

“In order to observe the provisions of the fourth section,” 
said Mr. Meyer, “these carriers must either forego participa- 
tion in traffic to St. Paul, leaving this business entirely to com- 
petitors, or extend the lower Group F rates to points in Group 
E and thus disrupt the group. No obection has been made to 
granting fourth section relief by any intermediate points and 
no good purpose is served by denying it. On the contrary an 
injury is done to the carriers operating through Group E. 


ARKANSAS GRAIN ADJUSTMENT 


In a report on No. 13215, Arkansas Jobbers & Manufacturers 
Association vs. Chicago, Rock Island & Pacafic et al., opinion 
No. 8558, 80 I. C. C. 6206, written by Commissioner Daniels, the 
Commission held the proportional rates on grain and grain prod- 
ucts and articles taking the same rates, from Kansas City, to 
Arkansas City, Batesville, Calico Rock, Camden, Cotter, Dermott, 
El Dorafo, Eudora, Fordyce, Hamburg, Hot Springs, Hope, 
McGehee, Prescott, Waldo and Warren unduly prejudicial and 
ordered non-prejudicial rates to be established not later than 
September 26. It found the rates on the same commodities, from 
southern Missouri, Nebraska and Kansas to the Arkansas points 
mentioned neither unreasonable nor unduly prejudicial. It said 
rates from points in Oklahoma to the Arkansas destinations in- 
volved this complaint had been covered by the decision in Okla- 
homa Corporation Commission vs. Arkansas Railroad et al., 80 
I. C. C. 607, published simultaneously. 

The complaint and decision constitute what may be regarded 
as a companion piece for the Oklahoma complaint and decision 
mentioned in the preceding paragraph. Mr. Daniels said the 
burden of the complaint was that both local and proportional 
rates from the markets were preferential to Little Rock and Pine 
Bluff to the disadvantage of the complaining points. He said 
rates named from Kansas, Missouri and Oklahoma to Arkansas, 
for many years, had been made in relation to the Little Rock 
rates which were the same as the rates to Pine Bluff and others 
in the Little Rock-Pine Bluff group. Rates to other points were 
made either above or below rates to that group. The Commis- 
sion, in its decision did not disturb that method of making rates 
but used that scheme in directing the making of new rates, its 
finding and scheme for the making of new rates being as fol- 
lows: 


We find that the proportional rates on grain and grain products 
from Kansas City to Little Rock are not unreasonable or unduly 
prejudicial, but that the proportional rates on grain and grain prod- 
ucts, and articles taking the same rates, in carloads, from Kansas 
City to the following points are, and for the future will be, unduly 
prejudicial to these localities and unduly preferential of Little Rock 
to the extent that they exceed rates constructed by the addition to 
or the deduction from the Little Rock rates of the amounts set out 





below: 
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FROZEN LADING RULE 


The Commission has dismissed No. 12150, Cambria Steel 
Company et al. vs. Director General, Pennsylvania Railroad et. 
al., opinion No. 8561, 80 I. C. C. 633-9, finding the demurrage 
rules governing shipments of ore and other commodities, frozen 
in transit, not to have been or to be unreasonable. 

Attack upon the frozen lading rule in effect since Novem- 
ber 1, 1916, especially in its application to shipnients moving in 
the winters 1916-1917 and 1917-1918, which were more severe 
than the average. As to shipments in those wiaters, the com- 
Plainants desired relief because, as they said, the traffic was 
moved at a very slow rate by the carriers so that the percentage 
of cars of frozen ore moving from the lake ports to.their plants 
was greater than usual. The complainants, in addition to the 
one already mentioned, were the Midvale Steel & Ordnance 
Company, the Alan Wood Iron & Steel Company, ‘the E. & G. 
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Brooke Iron Company, and the Birdsboro Steel Foundry & Ma- 
chine Company. 

For the future the complainants asked an extension of the 
96-hour free time on frozen shipments provided by the present 
rule. No number of additional days, the Commission said, was 
suggested, but attention was called to the free time of five days 
on coal shipped to tidewater. The Commission said the record 
furnished no justification for a finding that the present rules 
were unreasonable in their application to frozen shipments. A 
similar. finding was made with respect to shipments in Decem- 
ber, 1916, January and December, 1918, and aJnuary, 1919. 


ADVANCES FORBIDDEN 


In a report on I. and S. No. 1762, protective service on 
freight (mimeographed without page or opinion numbers), writ- 
ten by Commissioner Cox, the Commission has held not justi- 
fied the proposed increases in charges for icing carload ship- 
ments of perishable freight at Bush Docks and on the Bush 
Terminal in New York, and at Boston. It has found the pro- 
posed establishment of charges for icing less-than-carloads of 
perishables and the proposed elimination of the St. Louis 
Southwestern from the tariffs of lines that offer carriers’ pro- 
tective service against cold, not justified. It ordered the sus- 
pended schedules canceled, without prejudice, however, to the 
filing of new schedules. for icing L. C. L. shipments amended so 
as to make it certain that the shipper will not be assessed for 
ice and/or salt made necessary by the delay of the carrier in 
setting the car for unloading. 

The Bush Dock filed tariffs under a misapprehension of 
its duty in the matter. It is not connected with the Bush rail- 
road and handles no perishables. Neither does the railroad. 
Therefore both have been given permission to withdraw their 
schedules or participation therein. 

At Boston it was proposed to increase the charge for ice 
from $4 to $7 per ton and for salt from 75 to 85 cents per 100 
pounds. Protestants showed that the packers were able to 
ice at Boston for sums well inside the $4 per ton charge. The 
railroads said the cost to them, if they undertook to do the 
icing instead of hiring ice companies to do it, would be greater 
than that of the packers. The Commission, however, said they 
had not shown, satisfactorily, thatthe $4 charge was not high 
enough, especially as the cost of ice at the ponds, plus the cost 
of getting it to Boston, was much less than $4 per ton. 

The rule for re-icing L. C. L. shipments, the Commission 
said, if amended as suggested by the protestants, might be 
published. The amendment by the protestant was merely to 
make certain that shippers would not be required to pay for ice 
made necessary by railroad delay. 

The St. Louis Southwestern desired to withdraw from the 
carriers’ protective service tariffs because, it said, it never had 
offered such a service and was not prepared to do so now, be- 
cause it had not heater cars for use on the part of its line, 
about 200 miles long, within the territory of application of the 
protective service tariffs. The Commission said it considered 
the claims made for withdrawal from the tariffs by the Toledo, 
St. Louis & Western and held them not good, in 64 I. C. C. 283. 


For the same reasons it denied the application of the St. Louis 
Southwestern. 


OIL COMPLAINT DISMISSED 


The Commission has dismissed No. 14122, Lubrite Refining 
Co. vs. Dayton-Goose Creek Railway Co. et al., opinion No. 
8551, 80 I. C. C. 515-19, holding the rates on crude petroleum, 
from Hull and Goose Creek, Tex., to East St. Louis, between 
August 7, 1920, and November 17, 1921, were not unreasonable 
or otherwise unlawful. The prayer was for reparation on 608 
tank carloads, on two grounds. The first was that Goose Creek, 
at the time the shipments moved, should have been in the 
Beaumont-Port Arthur group. As to that phase, the Commis- 
sion said the complainant was seeking reparation to the basis 
of the contemporaneous Beaumont-Port Arthur group, less five 
cents before August 26, 1920, and 6.5 cents thereafter on the 
theory that in addition to Goose Creek being in the Beaumont- 
Port Arthur group, crude should have taken a differential under 
refined oils. 

The second part of the prayer, in effect, the Commission 
said, was that the voluntary reduction in crude made November 
17, 1921, when crude was put differentially under refined oils, 
from both Hull and Goose Creek, should be made retroactive, 
subject to the increase of 1920 and the reduction of 1922. 

The Commission cited many cases in which it had dealt 
with situations similar to this one in which it had declined to 
make crude differentially under refined oils and in which it 
had declined to give retroactive application to reductions. 


RATES ON LUMBER, ETC. 
In a report on No. 13765, Saginaw & Manistee Lumber Com- 
pany et al. vs. Santa Fe et al., opinion No. 8544, 80 I. C. C., 
487-90, the Commission has found that the rates on lumber, box 
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and crate shooks, car strips, and other forest products usually 
taking the same rates as those articles, in carloads, to Nogales, 
Ariz., from Williams, Flagstaff and Holbrook, Ariz., applicable 
on shipments destined to stations on the Southern Pacific of 
Mexico, are, and for the future will be unreasonable to the ex- 
tent that they exceed 42.5 cents per 100 pounds from Williams 
and Flagstaff and 45 cents from Holbrook. The prayer was for 
future relief only and the carriers must establish the rates found 
reasonable on or before September 24. 

The complainants alleged that the rates charged were un- 
reasonable, unjustly discriminatory and unduly prejudicial im 
their relation to joint rates on the articles named to Mexicam 
destinations from points in California and Nevada. The prin- 
cipal - Mexican destinations to which complainants ship are 
Guaymas and Empalme, in Sonora, and San Blas, Culiacan and 
Mazatlan, in Sinaloa, Mex. The report said that from Williams 
and Flagstaff the lowest combination to Culiacan was $1.015, 
composed of a joint commodity rate of 37.5 cents to Tucson, a 
local Class B rate of 25 cents from Tucson to Nogales, and a 
rate of 39 cents beyond. From Holbrook to Culiacan the rate 
has been $1.325. 

The Commission said that, from a blanketed area embracing 
practically all points on the Southern Pacific in California north 
and including Los Angeles, and extending into Nevada and 
Oregon, there were joint through rates via Nogales to the west 
coast of Mexico which were materially lower than those assailed, 
although the distances from points in that area were sub- 
stantially greater than from the points of origin involved. The 
Santa Fe, the Commission said, conceded that the rates assailed 
were unreasonable and that the through rates from Williams 
and Flagstaff to the west coast of Mexico should not exceed 
those from California, but suggested the rates from Holbrook be 
made 2.5 cents higher than those from Flagstaff. 

The report said that for the Southern Pacific it was testified 
that there was a heavy movement of lumber and other forest 
products from California ports to the west coast of Mexico by 
water and that the rail rates were depressed because of the 
water competition. The Commission said that assertion was 
supported merely by the statement of its witness to that effect, 
based presumably on the fact that there was a movement of 
forest products by water from California to Mexico. The Com- 
mission said complainants showed that as early as 1911 there 
was a rate of 60 cents from California to Culiacan, which was 
increased to 65 cents on June 25, 1918, and that this rate became 
81.5 cents on August 26, 1920, notwithstanding a heavy move- 
ment by water in that year, stressed by the Southern Pacific. 
The Commission said it was further to be noted that no reduc- 
tion in that rate was made on July 1, 1922. 


WOOD PULP CASE DISMISSED 


An order of dismissal has been entered in No. 13877, Tide- 
water Paper Mills Company vs. Bush Terminal et al., opinion 
No. 8546, 80 I. C. C. 493-8, the Commission holding that rates on 
wood pulp from points in Ontario and Quebec, Canada, to New 
York, not unreasonable or otherwise unlawful. The complaint 
was that the rates on shipments in March, April, May and June, 
1920, from Iroquois Falls, Grand Mere, Pont Rouge, Donnaconna 
and Jonquiere were unjust and unreasonable. Reparation 
amounting to $8,076.83 was sought. 

The case grew out of the fact that unusual routing was re- 
quired during the spring and summer of 1920, on account of 
the strikes of switchmen and harbor employes of the railroads. 
Cars were sent to Yonkers, Tarrytown and Croton and com- 
binations were imposed. The complainant contended the rates 
were unjust and unreasonable to the extent they exceeded the 
rates applicable by the usual, or harbor routes, because the 
Commission, by general order of May 20, 1920, suspended exist- 
ing rules, regulations and practices of carriers with respect to 
car service and directed the forwarding of traffic to destinations 
by the routes most available to expedite its movement; also 
because joint rates were applicable from other points, for in- 
stances, from Woodland, Me., to Fresh Pond Junction, Harlem 
River and Brooklyn in which the New York Central, New Haven 
and the New York Connecting, the roads that handle the ship- 
ment, were participants. Complainant contended, therefore, that 
inasmuch as those carriers had established through routes and 
joint rates via Harlem River, joint rates over that route should 
have been in effect on wood pulp from Canada or else diversion 
or reconsignment over the Harlem River route at the harbor- 
route rates should have been provided. It made other conten- 
tions of like effect in support of its general proposition, includ- 
ing a claim for cartage. 

The Commission said the contentions of the complainant 
were not tenable. It said the mills company accepted delivery 
of the shipments short of the billed destination and carried them 
to Bush Terminal, for its own convenience. 

“Defendants’ obligation to perform further transportation 
was terminated by complainant’s waiver of the complete serv- 
ice,” said the Commission. “Defendants’ failure to make an 
allowance fos the cost of the cartage from Weehawken, Yonkers, 
Kingsbridge, Tarrytown and Thirty-Third Street Station, where 
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complainant accepted delivery of the wood pulp for its own con- 
venience, in order to expedite the movement to its plant, was 
not unjust or unreasonable. Geisel Mfg. Co. vs. B. & O. R. R. 
Co., 59 I. C. C. 193.” 


GRAIN RATES PRESCRIBED 


The Commission, in No. 13406, Corporation Commission of 
Oklahoma vs. Arkansas Railroad et al., opinion No. 8557, 80 
I. C. C. 607-19, in a report written by Commissioner Daniels, 
held unreasonable rates on grain, grain products, hay and re- 
lated articles taking the same rates, between origin points in 
Oklahoma and destinations in Arkansas and prescribed a scale 
to be used in making reasonable rates not later than September 
26, upon statutory notice. It found the intrastate rates within 
Arkansas not unduly prejudicial to either persons or localities. 
It deferred consideration of rates between Oklahoma and points 
in Kansas and Missouri, and of intrastate rates within Kansas 
and Missouri. 

The complainant alleged the rates on the commodities in- 
volved between origin points in Oklahoma and points of des- 
tination in Missouri, Arkansas and Kansas were unreasonable, 
unjustly discriminatory and unduly prejudicial; that the intra- 
state rates within Missouri, Kansas and Arkansas were unduly 
preferential of producers and dealers located therein; and that 
the lack of uniformity in the rates in this territory and the 
failure to maintain joint rates between points of origin in Okla- 
homa and destinations in other states subjected Oklahoma ship- 
pers to undue prejudice in the marketing of their products, in 
violation of the first three and thirteenth sections of the inter- 
state commerce law. 

Between Oklahoma points of origin and destinations in Kan- 
sas, Missouri and Arkansas destinations, single-line distance 
scales are in effect over the rails of the various carriers. Be- 
tween Oklahoma and Kansas the scales are the same and sub- 
stantially the same as those maintained between Oklahoma and 
destinations in Missouri and Arkansas. As a rule, the Com- 
mission said, no joint mileage rates applied, but in many in- 
stances specific joint commodity rates were in effect. Specific 
commodity rates were in effect from and to Kansas City, St. 
Louis and other primary markets, which were ordinarily on a 
lower basis than rates under the mileage scales. Intrastate dis- 
tance scales, both for single-line and joint-line application, are 
in effect within the four states in question. The same rates 
are maintained on flour as on wheat except within Arkansas, 
where the rates on flour are higher. Coarse grain rates are 
generally only 90 per cent of those on wheat. Inasmuch as the 
various commodities take either wheat, corn or hay rates, the 
Commission’s discussion is confined to the rates on the three 
commodities mentioned. 

Kansas intrastate rates, the Commission said, were the low- 
est in the section. The Oklahoma scale is slightly higher than 
the Missouri and Kansas scales and generally lower than the 
Arkansas. The joint line differential of the Oklahoma scale is 
2.5 cents, while it is 3 cents in the three other states. 

After repeating the facts respecting rates on the other com- 
modities involved in the complaint, Mr. Daniels observed that 
the grain rate structure in this territory was an involved one. 
Owing to the varying bases for making rates to Missouri River 
points, the mileage rate does not always apply between the 
same two country points, the report says. As a general prop- 
osition, the higher rate of two given country points on the 
same line of railroad to the Missouri River applies as a maxi- 
mum between such country points, alternating with the distance 
scale. In other words, between a point in Oklahoma or Kansas 
and a point on the same line of railroad in the same or the 
other state, the rate to the Missouri River from the more dis- 
tant point or higher rated point will apply between those two 
points, if it is less than the rate that would result from the 
application of the mileage scale. To illustrate that point, Mr. 
Daniels said the mileage rate from Garden City, Kan., to Ard- 
more, Okla., 502 miles, was 41 cents; to Kansas City from Gar- 
den City the rate was 20.5 cents, and from Ardmore 36.5 cents. 
Therefore the higher of the two rates applying to Kansas City 
became the rate from Garden ‘City to Ardmore, regardless of 
the scale. 

The complainant, according to the Commission’s report pro- 
posed the existing Oklahoma intrastate scale for application as 
a maximum reasonable scale between Oklahoma as a point of 
origin and points in Missouri, Kansas and Arkansas, and pri- 
mary markets, and also for intrastate application within each 
of the three states. It contended there was no justification, 
from an operating point of view, for a difference between rates 
within Kansas, Missouri, Arkansas and within Oklahoma, or 
between Oklahoma and points in those states. 

The railroads contended that the state scales could not be 
regarded as having been made voluntarily and therefore should 
not be accepted as standards to determine the reasonableness 
of the interstate rates. 

According to the Commission, the record warranted the 
conclusion, and it so found, that the intrastate rates 6f Arkansas 
were not unduly prejudicial to shippers and localities in Okla- 
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homa because the evidence did not show there was any actual 
competition with commodities moving on the lower Arkansas 
rates. It said the competition encountered by Oklahoma was 
not from shippers within Arkansas, but from shippers in Kan- 
sas and Missouri. Because of the various mileage scales, spe- 
cific rates and by the application of those rates, it was, in some 
cases, Mr. Daniels said, difficult to determine the applicable rate. 

“While it might be desirable to establish uniform rates,” 
said he, “it is no part of our duty to pass upon the reasonable- 
ness of the intrastate rates, except in so far as they might un- 
lawfully prejudice, in substantial degree, persons or localities 
in interstate commerce, and this we do not find adequately 
substantiated of record.” 

Oklahoma shippers, he said, were particularly interested in 
the rates to Arkansas, and the necessity for relief in that di- 
rection was more urgent. The distance rates, he said, were too 
high and the specific rates from Oklahoma favored Little Rock 
and other important points to the disadvantage of the Arkansas 
points of less importance. Joint rates, he said, were too high 
and the specific rates from Oklahoma favored Little Rock and 
other important points to the disadvantage of the Arkansas 
points of less importance. Joint rates, he said, were necessary 
and should be established from Oklahoma to points in Arkansas 
and that apparently the proper method of doing that would be 
to require distance scale rates. 

The findings and the mileage scale to be used in computing 
the specific rates are as follows: 


We find that the intrastate rates on grain, grain products and 
hay, and articles taking the same rates or rates basing thereon, in 
carloads, within. Arkansas, have not been shown on this record to be 
unduly prejudicial to persons or localities in interstate commerce, 
but that the interstate rates between points in Oklahoma and points 
in Arkansas are, and for the future will be, unreasonable to the 
extent that they exceed or may exceed the rates in cents per 100 
pounds under the distance scales shown in the appendix as modified 
herein. The scales in the appendix should be applied over the lines 
of all the defendants in Oklahoma and over the lines in Arkansas 
of the Rock Island; Fort Smith & Western; Kansas City Southern; 
Little Rock, Maumelle & Western; Louisiana & Pine Bluff; Midland 
Valley; Missouri Pacific; St. Louis Southwestern; and Frisco. On 
intrastate traffic to and from points on other short lines in Arkansas 
arbitraries are added to the scales applicable over the trunk lines. 
We are of the opinion that in this case similar arbitraries ranging 
from 1 to 3 cents per 100 pounds may properly be added in con- 
structing rates to, from, and via said lines. The order will not be 
applicable to these lines, but if rates on the basis outlined are not 
promptly established, the matter may be called to our attention with 
a view to the entry of an appropriate order. 


In computing distances under the scales prescribed, the shortest 
possible routes via existing connections for interchange of carload 
traffic should be used, but such routes need not embrace more than 
the lines or parts of lines ot three carriers, excluding the short lines 
referred to above. Lines under common ownership or control should 
be considered as a single line in applying the rates prescribed. De- 
fendants will be authorized to establish and maintain via all routes 
between points in Oklahoma and points in Arkansas the lowest rates 
prescribed herein as maximum rates via any route between said 
points, and to maintain higher rates from, to, and between inter- 
mediate points, provided that the rates from, to, or between the said 
intermediate points shall not exceed the rates prescribed herein and 
shall in no case exceed the lowest combination; and provided further, 
that the relief granted shall not include routes more than 70 per cent 
longer than the direct line or route between the competitive points. 

Carriers should not content themselves with the filing of tariffs 
containing the mileage scales, but specific rates computed on the 
bases herein prescribed should be published. In view of the prac- 
tical difficulties encountered in the publication of specific rates, and 
in particular joint rates, based on a strict mileage scale, where the 
origin and destination points involved are so numerous, the grouping 
of points of origin that are not more than 25 miles apart and a like 
grouping of points of destination will be considered as substantial 
compliance with the order entered herein, provided that the group 
rates be computed so as to produce substantially the same average 
rates that would result from the application of the scale from and to 
each point in the group. It is suggested that this result would, in 
most instances, be accomplished by computing the rate under the 
distance scale between a central point in the origin group and a 
similar point in the destination group and applying the rate so ascer- 
tained from the entire origin group to the entire destination group. 
The rates so published. shall conform to the following rates on 
wheat from the Oklahoma points named to Little Rock as maxima: 
From Oklahoma City, 27.5 cents; from Enid, 31 cents; from Clinton, 
31 cents; from Woodward, 36 cents; from Lawton, 31.5 cents; from 
Altus, 34.5 cents; from Watonga, 30 cents: and from El Reno, 29 cents. 
The conclusions herein shall not be understood as affecting in any 
way the rates to Memphis which have been approved in former cases 
ye 4 which should be applied as maxima to intermediate points in 

rkansas. 


Wheat and flour. Coarse grains. Hay. 
Single Joint Single Joint Single Joint 
line, line, line, line, line, line, 
Distance. cents. cents. cents. cents. cents. cents. 
Not over 10 miles.....:........ 7 10 6 9 & ti 
20 and over 10 miles...... 8 11 4 10 9 12 
30 and over 20 miles...... 9 12 8 11 10 13 
40 and over 30 miles...... 10 13 9 12 11 14 
50 and over 40 miles...... 11 14 10 13 12 15 
60 and over 50 miles...... 12 15 11 14 13 16 
70 and over 60 miles...... 13 16 12 15 14 17 
80 and over 70 miles...... 14 17 12.5 15.5 15 18 
100 and over 80 miles...... 15 18 13.5 16.5 17 20 
120 and over 100 miles...... 16 19 14.5 17.5 18 21 
140 and over 120 miles...... 17 20 15.5 18.5 19 22 
160 and over 140 miles...... 18 21 16 19 20 23 
180 and over 160 miles...... 19 22 17 20 21 24 
200 and over 180 miles...... 20 23 18 21 22 25 
220 and over 200 miles...... 21 24 19 33 23 26 
240 and over 220 miles...... 22 25 20 23 24 27 
260 and over 240 miles...... 23 25 20.5 23.5 25 27 
280 and over 260 miles...... 24 26 21.5 23 .5 26 28 
300 and over 280 miles...... 25 27 22.5 24.5 27 29 
325 and over 300 miles...... 26 28 23.5 25.5 2 30 
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SHELL INCREASE FORBIDDEN 


The Commission in a report on I. and S. No. 1793, Fertilizer 
and Fertilizer Material Between Points in Western Trunk Line 
Territory, opinion No. 8556, 80 I. C. C. 604-6, condemned the pro- 
posed increases in rates on oysters, clam, and mussel shells as 
not having been justified, ordered the suspended schedules can- 
celled and discontinued the proceeding. The schedules that 
were condemned proposed to restrict commodity rates on ferti- 
lizer and fertilizer material to commodities having value as 
fertilizer material only. Such restriction would have increased 
the rates on the clam and mussel shells shipped in western 
Trunk Line territory. The intention of the carriers was to in- 
crease the rates on shells suitable for making buttons. The 
Commission said the rates on shells suitable for buttons would 
have been increased from 25 to 100 per cent, according to the 
showing made by the protestants. Only about 15 per cent of 
such shells can be used for buttons. The rest have to be used 
for fertilizer and the button factories depend on that part of 
the business to give them a profit. 


RATES ON DRIED BEANS 


An order of reparation has been entered by the Commission 
in No. 13114, E. W. Arthur vs. Director-General, as agent, opinion 
No. 8573, 80 I. C. C., 707-8, on a finding that a shipment of 
one carload of dried beans from a public team track in Omaha, 
Neb., to Hurts siding, South Omaha, Neb., was not misrouted 
but that the applicable rate was unreasonable to the extent that 
it exceeded 11 cents per 100 pounds. Charges were collected 
at a rate of 14.5 cents but the Commission found the rate applic- 
able was 17 cents, and that the shipment was undercharged, It 
said the collection of the undercharges-should be waived. 


CHARGES ON FLUXING STONE 

An award of reparation has been made by the Commission 
in a report on No. 12917, Central Iron & Steel Company vs. 
Director-General, as agent, opinion No. 8570, 80 I. C. C., 698-700, 
on a finding that charges collected on fluxing stone, in carloads, 
during federal control, from quarries to a steel plant at Harris- 
burg, Pa., were unreasonable to the extent that they exceeded 
those that® would have accrued at a rate of 30 cents per gross 


ton. Charges were collected at the applicable commodity rate of 
40 cents. 


IMPORTED COPRA REPARATION 


Reparation has been awarded in No. 13586, Spencer Kellogg 
& Sons, Inc., vs. Director-General, Atchison, Topeka & Santa 
Fe et al., opinion No. 8543, 80 I. C. C., 485-6, on account of an 
unreasonable rate on imported copra from Pacific coast ports to 
Undercliff, N. J., shipped between July 25 and September 16, 
1918. A rate of $1.12% was collected. The Commission said that 
that rate was unreasonable to the extent it exceeded 85 cents. 


EXPORT COTTON RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 12721, Anderson, Clayton & Company vs. 
Director-General, and No. 12485, Southern Products Company vs. 
Director-General, Alabama & Vicksburg et al., opinion No. 8526, 
80 I. C. C., 323-6, as to rates on cotton for export from points 
in Oklahoma, Arkansas and Louisiana to Seattle and Tacoma, 
Wash., from June 25, 1918, to June 11, 1919, both inclusive. The 
Commission said the rates were unreasonable to the extent they 
exceeded $1.25 per 100 pounds from Group E and $1.35 from 
Group B to north coast ports. 


COAL RATE REVISION 


A revision of rates on coal from the Inner Crescent mines 
served by the Chesapeake & Ohio and the Louisville & Nash- 
ville to Lynchburg, O., not later than September 22, has been 
ordered in connection with a report on No. 13603, Dewey 
Brothers Company vs. Norfolk & Western et al.; No. 13604, 
Same vs. Louisville & Nashville; No. 13605, Same vs. Chesa- 
peake & Ohio, and parts of fourth section application No. 
1561, opinion No. 8547, 80 I. C. C. 499-506. The Commission 
held the rates on coal from Kentucky and West Virginia mines 
in the Inner and Outer Crescents to Blanchester, Leesburg 
and Lynchburg, O., unreasonable, awarded reparation and pre- 
scribed rates to Lynchburg. No order respecting the rates to 
the other points involved were necessary, because the carriers 


had made rates in the interim that conformed with the find- 


ings made in the case. The carriers mentioned as subject to 


The Commission has dismissed the complaint in No. 13441, 
Southern Cotton Oil Co. vs. Director-General, as agent, opinion 
No. 8559, 80 I. C. C. 627-9, on a finding that a fifth class rate 
of 41.5 cents per 100 pounds charged on eight carloads of 
hair shipped between February 10 and March 18, 1919, from 
Charlotte, N. C., to Lynchburg, Va., was not unreasonable. 
The shipments consisted of clean human hair, in machine- 
pressed bales, which had been reclaimed by the process of 
“pickering,” or shredding, worn-out mats used in the extrac- 
tion of cottonseed oil. The report said that, because of its 
ammonia content, the hair was finally sold as a fertilizer ma- 
terial which, the complainant stated, was its only commercial 
use. The complainant sought reparation to the basis of 16.5 
cents and compared the rate charged with lower rates on waste 
hog’s hair and on fertilizer material, including waste hair, and 
on hair waste. The Commission said the shipments were not 
of the character usually recognized as fertilizer material, and 
that the fifth class rating was applicable on the shipments. 


RAILS AND FITTINGS RATES 


A finding of unreasonableness, an award of reparation and 
an order requiring a new rate not later than September 1, have 
been made in No. 13670, Walter A. Zelnicker Supply Co. vs. 
Chesapeake & Ohio et al., opinion No. 8565, 80 I. C. C. 651-2, as 
to a rate of $11.76 per long ton, applied on a carload of steel 
rails, bolts and joints, shipped in November, 1921, from Cin- 
cinnati to Copperhill, Tenn., applicable on shipments from 
Huntington, W. Va. The Commission said the rate was unrea- 
sonable to the extent it exceeded $7 per ton and awarded repara- 
tion. It found a rate of $7 per ton from Cincinnati to Carter- 
ville, Mariette and other points beyond Copperhill applicable on 
mixed shipments of rails, bolts and joints. 


LIGHTERAGE REPARATION 


An award of reparation because free lighterage was not 
accorded has been made in No. 13030, Charles F. Gledhill Com- 
pany vs. Director-General and Pennsylvania, opinion No. 8571, 80 
I. C. C. The traffic in question consisted of three carloads of 
staves shipped from points in Arkansas to New York for export, 
in February, 1920. The carrier refused to handle the staves on 
the ground that they were not in bundles. The tariff provided 
for free lighterage on staves for export when not less than 28 
inches in length and in bundles, packages, or pieces not weigh- 
ing less than 15 pounds each. Some of the bundles, when they 
arrived in New York, has been broken. The defendants admitted 
the staves were bundled when delivered to the originating car- 
rier. The Commission said the tariff did not provide how the 
bundles should be tied, and that inasmuch as the staves were 
in bundles when delivered to the carriers, free lighterage should 
have been accorded to them. It, therefore, awarded reparation 
for $275, the amount the complainant paid for outside lighterage. 


HARD COAL CASES DISMISSED 


An order of dismissal has been made in No. 13613, Elem 
Coal Co. vs. Lehigh Valley et al., opinion No. 8564, 80 I. C. C. 
647-50, on a finding that rates on anthracite coal from mines in 
Pennsylvania to Claremont Park, Borough of Bronx, New York, 
were and are not unreasonable. 


PETROLEUM REPARATION 


In a report on No. 12813, Standard Oil Co. (New Jersey) 
et al. vs. Director-General, opinion No. 8563, 80 I. C. C. 643-6, 
the Commission found a rate of 24.5 cents on crude petroleum 
from Ranger, Strawn and Tiffin, Tex, to North Baton Rouge, 
established in January, 1919, not unreasonable, but that the 
prior rate of 31.5 cents was unreasonable. It awarded repara- 
tion to the basis of the subsequently established rate. 


RATES ON DOCK COAL 


The Commission has dismissed No. 13355, Northwestern 
Traffic & Service Bureau, Inc., et al. vs. Central Wisconsin et 
al., opinion No. 8568, 80 I. C. C. 659-62, holding the rate on soft 
coal to Minneapolis and St. Paul from Manitowoc, Wis., and 
other westbank Lake Michigan ports, on traffic from beyond, 
not unreasonable or otherwise unlawful. The complaint was 
against a rate of $2.905 per ton. The Commission said the 
rate of $2.025 from Duluth, with which the complainants com- 
pared the Manitowoc rate, was based on the scales prescribed 
in Holmes & Hallowell vs. G. N. Ry., 60 I. C. C. 685, and that 
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if the rate from Manitowoc were made on that scale it would 
be $3.24, or considerably higher than the one under attack. 


LOADING CHARGES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
for $13,519.33 have been made in No. 13487, Sugarland Indus- 
tries vs. Galveston Wharf Co., opinion No. 8567, 80 I. C. C. 
655-8, on account of loading charges imposed on raw sugar in 
bags, imported from Cuba and Porto Rico and destined to 
Sugarland, Tex. The Commission held the wharfage charges 
at Galveston, which had also been attacked, were not unrea- 
sonable or unduly prejudicial. The complaint alleged that the 
defendants’ wharfage charge of 1.5 cents and loading charges 
of 3 cents were unreasonable and unduly prejudicial to the 
extent they exceeded 1 and 2 cents, respectively. The Com- 
mission said the loading charge was unreasonable to the extent 
it exceeded 2.5 cents per 100 pounds. 


CLASS ADVANCE CONDEMNED 


A finding of non-justification has been made in I. and S. 
No. 1788, class rates from points in Kansas to eastern Colorado, 
opinion No. 8574, 80 I. C. C. 709-10, as to proposed increased 
class rates from Hutchinson, Wichita and Salina, Kan., to 
points in eastern Colorado on the Santa Fe, such as Towner, 
Stuart, Sheridan Lake, Brandon and Chivington, on its main 
line near the Colorado-Kansas state line. The Wichita Board 
of Commerce procured the suspension of the proposed rates. 
The Santa Fe undertook to raise the rates from the jobbing 
points in Kansas mentioned so as to put them in better rela- 
tionshp to rates from Dodge City, Great Bend and other western 
Kansas points which have developed as jobbing points since 
Wichita, Hutchinson and Salina, from which jobbing rates on 
a comparatively low basis were established years ago. 


STONEWARE WATER FILTERS 


A finding of unreasonablness, an award of reparation and an 
order for the future establishing a new rate, have been made 
in No. 12985, Norman H. Schlieper vs. Southern Pacific et al., 
opinion No. 8560, 80 I. C. C. 630-2. The Commission found un- 
reasonable a first-class rate of $4.065 on a carload of stoneware 
water filters, in straw, from Los Angeles, Cal., to Pueblo, Colo. 
It said it would have been reasonable for the carriers to have 
charged the fourth-class rate applicable on such filters when in 
barrels, boxes or crates, that rate having been $2.50 per 100 
pounds when the shipment was made in March, 1921. When 
the fourth-class rating on filters in barrels, boxes or crates was 
established in 1920, the Commission said no request was made 
for such filters shipped in straw. Fourth class, the Commission 
said, was the rating on all kinds of stoneware filters. The record, 
it said, did not warrant any different rating on the kind in- 
volved in this complaint. The complainant asked for a class B 
rating. The order requires the carriers to establish the fourth 
class not later than August 31. Reparation to the basis of 
fourth class, with a minimum of 24,000 pounds, is to be made. 


STEEL RAIL COMPLAINT DISMISSED 


The Commission has dismissed No. 13054, Hyman-Michaels 
Company et al. vs. Director-General, opinion No. 8572, 80 I. C. C. 
703-6, holding rates on steel rails and bars, during federal con- 
trol, from Scott City, Kan., to St. Louis, Chicago and other 
points, not unreasonable or otherwise unlawful. The rail in 
question was obtained from the wrecking of the abandoned 
Colorado, Kansas & Oklahoma. Some of the rails were sent to 
China and some to points in the United States. At the request 
of the complainant the Santa Fe made rates of $5.49 per long 
ton to St. Louis and $6.61 to Chicago, in lieu of the fifth-class 
rates, on February 1, 1918. Those rates took the General Or- 
der No. 28 increase. Lower rates applied westbound and the 
complainant suggested that inasmuch as they must have been 
for the benefit of the abandoned railroad, the westbound move- 
ment could not have been heavier than the eastbound, contrary 
to the contention of the defendant. The Commission, however, 
said that the testimony showed there had been a heavier move- 
ment westbound than eastbound and dismissed the complaint. 

Commissioner Campbell dissented, saying he was of the 
opinion that the eastbound rate should not have been higher than 
the one westbound. 


DETROIT UNLAWFULLY PREJUDICED 


In a report on No. 14226, Board of Trade of the City of De- 
troit vs. Wabash et al., opinion No. 8576, 80 I: C. C. 717-23, the 
Commission held the refusal of the New York Central, Michigan 
Central, Wabash, and Detroit & Toledo Shore Line to absorb 
switching charges at Detroit; on transit grain and on grain 
milled in transit at that point, to the same extent that they ab 
sorb such charges at Toledo, unduly prejudicial to Detroit and 
unduly preferential of Toledo. 

The carriers mentioned, when receiving the outbound haul 
on the kind of traffic mentioned, absorb both inbound and out- 
bound switching to the extent they do not exceed the follow- 
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ing amounts: the Wabash, $10.55; the New York Central, $11; 
the Michigan Central and the Shore Line, $11.50. The Commis- 
sion said those absorptions, in most cases, covered the amount 
of the switching charges. The exceptions arose when an inter- 
mediate carrier was used in Detroit. Then, in a few instances, 
there was an excess that had to be borne by the shipper. 

The report, written by Commissioner Aitchison, said the fail- 
ure of the defendants to absorb switching charges on grain and 
grain products acorded transit at Detroit, was not unreasonable or 
unduly preferential of Chicago, Buffalo or Indianapolis, as al- 
leged in the complaint, because conditions at Chicago and Buf- 
falo were so unlike those at Detroit that the different prac- 
tices at Chicago and Buffalo could not be held unlawful. The 
chief difference pointed out in the report was caused by the 
fact that both eastern and western lines end at Chicago and the 
competition between the lines causes the absorption of the whole 
of the switching expenses. At Buffalo the ex-lake grain is 
handled by lines that have their terminals at that point. That 
is not the situation at Detroit. The testimony respecting Indian- 
apolis, the report said, showed the carrier absorbed only when 
it had both the inbound and the outbound hauls. 

Detroit and Toledo, the report said, were more nearly com- 
parable than Detroit and the other markets, although Toledo 
had an elevator capacity greater than that of Detroit and the 
dealers at the Michigan city dealt chiefly in corn and oats, while 
Toledo dealt largely in all grains. But the Commission said 
the carriers mentioned gave Toledo better arrangements on 
transit grain. It said the better arrangements were the result, 
not of carrier competition, but because of carrier agreement 
under which the more favorable transit switching absorption 
became effective April 1, 1922. The more favorable arrange- 
ment, the report said, was made in satisfaction of a complaint 
filed by the Toledo Produce Exchange. 

No proof of damage, such as required to support an award 
of reparation, the Commission said, was made, hence a denial 
of reparation. 


LEAVES GROUP UNDISTURBED 


‘The Commission has dismissed No. 12711, Perry County 
Corporation et al. vs. East St. Louis & Suburban et al., opinion 
No. 8575, 80 I. C. C., 711-16, finding the applicable group rates 
of 91 cents to East St. Louis and $1.16 to St. Louis, from 
O’Fallon and Belleville, Ill., to St. Louis, not unreasonable, un- 
justly discriminatory or unduly prejudicial. The finding as to 
the rate to East St. Louis was merely as the possibility of its 
being unduly prejudicial against interstate commerce and un- 
duly preferential of intrastate commerce. The Commission’s 
conclusion differs somewhat from that of the examiner who 
submitted a proposed report. 

In its essence the complaint was an effort to bréak group 


No. 2 in the extreme western or Belleville district of Illinois, to . 


get rates from the mines nearest East St. Louis and St. Louis 
less than the rates from the rest of the group. The complain- 
ants, two corporations operating mines near O’Fallon and Belle- 
ville, and the third, a corporation which distributes their output, 
alleged the rates were unreasonable, unjustly discriminatory and 
unduly prejudicial. They sought the restoration of rates in 
effect prior to August 26, 1920, namely, 72.5 and 92.5 cents. The 
allegation of undue prejudice, Commissioner Aitchison, author of 
the report, said, arose from the fact that while the rates under 
attack were increased 40 per cent in August, 1920, the intrastate 
rates in Indiana, for distances of 30 miles and less, were not 
so advanced. In the Illinois Coal Cases, 32 I. C. C., 659, the 
Commission found the rates from group No. 2, as a whole, to 
St. Louis not unreasonable. 

In the case at bar, Mr. Aitchison said it was not the purpose 
of the complainants to bring in issue the rates from group No. 2, 
in its entirety. But, he said, as a finding of unreasonableness 
from the complainants’ mines would result in severing the group 
into parts, much of the testimony was devoted to that phase of 
the matter. In effect the complainants contended that the group 
adjustment placed an undue burden upon the near-by transporta- 
tion. In disposing of the group adjustment matter involved in 
this case, the Commission said: 


We have in many instances said that groups of long stand- 
ing are presumably fair and ought not to be disrupted unless sub- 
stantial justice requires it. Galloway Coal Co. vs. S. R. R. 
Co., 40 I. C. C., 311, 320, and cases there cited. We have sconsist- 
ently refrained from breaking up a group where it has not been 
made to appear that the party seeking such action is actually 
damaged by discrimination which results from the group rate. 
Newport Mining Co. vs. C. & N. W. Ry. Co., 33 I. C. C., 645, 657, 
and cases cited. The a in Utilities Development Co. 
va..?., & & St. L. R Co., 56 I. C. C., 694, cited by complain- 
ants, differ from those in the present case in that there the move- 
ment was between two points situated within the one origin group 
involved. It does not appear that complainants are damaged by 
reason of their inclusion in Group 2 with respect to the rates to 
St. Louis. They are on a parity with other operators in the group 
in marketing their output. The fact that four-fifths of the coal 
consumed in the St. Louis and East St. Louis markets originates 
in Group 2 indicates a favorable position. “When a complaint 
challenges the reasonableness of rates on a commodity from only 
one point and it appears that, because of competitive or other 
practical trade or transportation considerations, a number of points 
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of origin of the particular commodity are grouped under common 
rates, and also that there is a relationship between two or more 
groups, as in this instance, we must give due consideration to 
other factors than rate comparisons.” Atlas Portland Cement Co. 
vs. B. & M. R. R., 44 I. C. C., 416, 422. In the absence of proof of 
tangible injury to complainants or of positive evidence that rates 
are unjustly discriminatory or unduly prejudicial, a group adjust- 
ment should not be disturbed. Phelps Dodge Corp. vs. Director 
General, 57 I. C. C., 714, 720, and cases there cited. : 

Since we found the rates from Group 2 not unreasonable in 
The Illinois Coal Cases, 1920, supra, they have been reduced ap- 
proximately 10 per cent. The rate of $1.16 to St. Louis now in 
effect is not shown to be unreasonable for the haul involved. 

No finding may here be made affecting the reasonableness of 
the rates to East St. Louis, as they cover purely an intrastate 
movement and have not been shown to be unduly preferential of 
intrastate traffic or to cause unjust discrimination against inter- 
state commerce. 

In the consideration of the reasonableness of the rates above 
we have had the Indiana rates before us. In Indiana Rates, Fares, 
and Charges, 62 I. C. C., 648, we considered coal rates which had 
been fixed on October 4, 1920, by the Indiana Public Service Com- 
mission at 55 cents for hauls of 10 miles and less and 65 cents for 
hauls of from 10 to 30 miles, but did not disturb them. Rates for 
such distances between points in Indiana can not. have any definite 
competitive relationship with rates for equal distances from mines 
here under consideration to St. Louis, over the lines of different 
earriers, and such showing does not warrant a finding of undue 
preference of Indiana mines and undue prejudice to Illinois mines 
on traffic to St. Louis. We find in the record no undue prejudice 
against the complainant.nor undue preference of the Indiana mines 


RATES ON LIVESTOCK 


The Trafic World Washington Bureau 
In a report, after reargument on No. 10583, North Packing 
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& Provision Company et al. vs. Chicago, Milwaukee & St. Paul 
et al. and ten sub numbers of the main case, opinion No. 8579, 
80 I. C. C., 737, the Commission affirmed its original report in 
69 I. C. C., 235, with respect to rates on ordinary live stock 
based on declarations of value by shippers and the rules and 
regulations under which such rates were assessed. The attack 
was on the rates, rules, and regulations in use between August 
9, 1916, and March 9, 1918. In the original report the Commis- 
sion held such rates, rules, and regulations not unlawful except 
the rules and regulations under which charges on a carload of 
ordinary livestock of the same kind but of different values were 


assessed at the rate applicable to the highest valued animal in 
the car. 


BEDDING OF LIVE STOCK 


The Trafic World Washington Bureau 


The Commission has dismissed. No. 13107, National Live 
Stock Exchange vs. A. T. & S. F. et al., opinion 8582, 80 I. C. C. 
747-50, holding rates and rules governing bedding of live stock 
not unreasonable except on railroads generally west of the 
Missouri, which have included the cost of this service in their 
transportation rates. As to the right of reparation, another 
hearing is to make a showing as to whether they have or have 
not included bedding cost in transportation rates. 








LOSER NOT i\LEGALLY KNOWN 


Assistant Chief Examiner Charles F. Gerry has recom- 
mended the dismissal of No. 14501, Universal Oil Co. et al. 
vs. Director-General, Southern Pacifie_et al., on a finding that 
the complaint, asking for reparation on three carloads of 
imported shelled peanuts, shipped between October 10 and Octo- 
ber 15, 1918, from San Francisco to Wilmington, N. C., was 
barred as to one of the complainants, J. R. C. Boyer, because 
he was not a party to the informal complaint. Boyer, however, 
is the man who loses, if a rate of $1.75 imposed on three car- 
loads of peanuts was unreasonable, as alleged, to the extent 
it exceeded $1.50. Boyer owned nearly all the stock of the 
complainant, which no longer exists. The Universal was 
financed by the Boyer Oil Company, which bought the peanuts. 
An attorney paid the freight bill with a check made out by 
Boyer, but the record did not show whether Boyer paid the 
charges personally or as president of the Universal Oil Com- 
pany or how. The books of the Universal showed it as having 
paid and borne the charges. Inasmuch, however, as the record 
did not show who was entitled to the assets of that company, 
Boyer could not get his money back in that way. Therefore, if 
the Commission adopts Gerry’s report, the government will 
keep the money, even if the $1.75 rate was unreasonable, a 
question not passed upon because there was no showing as to 
damage to anyone. 


JOINT RATES RECOMMENDED 


Examiner Leo J. Flynn, in a report on No. 14576, White 
Star Line vs. New York Central et al., has recommended a 
finding that the refusal of the New York Central and other 
railroads to join with that boat. line in making joint rail-and- 
lake rates was and for the future will be unduly prejudicial and 
unduly preferential in favor of the boats of the Detroit & 
Cleveland Navigation Company. Flynn said the railroads should 
be required to make through route and joint rate arrangements 
with the complainant on the same basis, from Port Huron and 
Detroit, as they have such arrangements with the Detroit & 
Cleveland line boats. 

The railroads objected to the proposal of the boat line on 
the ground that such through route and joint rate arrange- 
ments would result in short-hauling of themselves. Flynn said 
that that was not tenable ground because the New York Central 
short-hauled itself to certain points in connection with its 
routes over the Detroit & Cleveland boats. 

The complaining company had five steamers operating be- 
tween Detroit and Port Huron on one route and between 
Detroit and Toledo on another route. Four are freight and 
passenger boats. The fifth is a passenger boat, which may, 
however, be used also for freight. The five boats have an 
aggregate gross tonnage of 4,822. They are from 175 to 302 
feet long. 

Joint rates were maintained for thirteen years, but in 1916 
the complainant canceled them on the ground that its port-to- 
port business had grown so it could not take care of any other. 


Tentative Reports of the Commission 


Since that time it has increased its facilities and now asks for 
the restoration of the arrangements then broken off because 
it could not handle the business. It asks for the restoration 
of the arrangements on the basis of the rates in effect at the 


time of cancellation changed by the various changes in rates 
since then. 


DEMURRAGE LEGALLY ASSESSED 


Attorney-Examiner John McChord has recommended the dis- 
missal of No. 14208, Grenada Oil Mills vs. Director General et 
al., on a holding that demurrage on carloads of cotton seed 
held short of destination at Grenada, Miss., in September and 
October, 1919, was legally assessed. No attack was made i pon 
the demurrage charges themselves. 

The case arose over a failure of the complainant’s agents to 
understand that when cars were constructively placed at pcints 
ten ‘or fifteen miles from Grenada, because the side tracks at 
Grenada were filled, they were drawing demurrage. When the 
complainant learned that demurrage was accruing, it had the 
cars brought to Grenada and the seed unleaded into a ware- 
house by hand. Before that was done $2,916 of demurrage had 
accrued on forty cars. 

Among the reascns why the complainant thought the de- 
murrage should be returned to it was that, durifig control of 
the mill under the Food Administration, any owner of seed had 
the privilege of shipping it to any mill in operation and collect 
$72 per ton. Failure to accept or to pay for the seed, complain- 
ant said, was reason for revocation of the license to operate. 
The cars sent to Grenada, therefore, the complainant contended, 
were never under its control. 

McChord did not agree, and recommended dismissal on a 
finding that the charges had been lawfully assessed. 


DIVISIONS NOT UNFAIR 


A report, extremely severe on the complainant, has been 
made by Examiner Henry C. Keene, on No. 14079, Theodore W. 
Krein, receiver, Muscatine, Burlington & Southern Railroad 
Company vs. Chicago, Burlington & Quincy et al., in which the 
complainant asked larger divisions for the road for which he is 
receiver. Keene said the Commission should dismiss the com- 
plaint on a finding that the divisions accorded the road by the 
defendants were and are not unreasonable. The road is 53.77 
miles long, of which the company owns 47.77 miles. The rest 
of the line is operated under trackage arrangements with the 
Minneapolis & St. Louis and the Rock Island. It owned, Decem- 
ber 31, 1922, seven locomotives, thirteen freight cars, three 
passenger cars, three motor cars and one company service car. 

Since the end of federal control the road has been a mem- 
ber of the American Railway Association on the usual per diem 
basis. During Federal control it had<«a two-day reclaim ar- 
rangement on cars received from its connections. It has been 
in receivership since May 21, 1921, the action having been 
voluntary. It previously was in receivership in 1905 and 1914. 
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Keene said the present receivership “is said to be attributable 
to the inability of the line to earn its operating expenses, be- 
cause of the low basis of divisions accorded it by connections, 
and the fact that it cannot recover a heavy volume of through 
traffic moved prior to federal control, which the Director-Gen- 
eral diverted to other routes.” 

Prior to federal control, the examiner said, the road made 
its divisions by contract with each line. During control, he 
said, the Director-General made changes in its divisions, in- 
volving both increases and divisions, which defendants asserted 
produced higher divisions in the aggregate than it had previ- 
ously received. 

Keene said the complainant estimated that it received a di- 
vision of about 29 per cent on all its traffic but that it needed 
40 per cent to enable it to meet operating expenses, the results 
in 1921 and 1922 being net railway operating deficits of $54,000 
and $61,000. 

The examiner said comparatively little evidence was sub- 
mitted by the road to show either its importance to the public 
or the degree of efficiency and economy with which it was 
operated. 

“Apparently the continuous operation of the road for a con- 
siderable period was considered sufficient to establish the 
former, and the fact that its operations are being conducted 
under the supervision of a court was deemed conclusive of the 
latter,” observed Keene. 

Connections of the complainant contended that on account 
of the poor condition of the track and facilities its operation 
was not economical or efficient; that it was unduly wasting its 
revenues by maintaining unduly low local rates; that its opera- 
tion was of little importance to the public and could, without 
serious public detriment, be dispensed with; and that its divi- 
sions were not unduly low in comparison with those of other 
short lines and of themselves. 

Keene pointed out that the road, instead of making its local 
noncompetitive rates as high as the Iowa commission’s classi- 
fication of it permitted, made them as low as the rates on the 
class A, or highest rated roads, and that if it took advantage 
of what it might, its rates to local points would be about 30 
per cent higher. Keene said that if the road were taken away 
no one served by it would be more than six miles from a rail- 
road and from that he drew the conclusion that the road was 
not important. In summing up the shortcomings of the com- 
plainant, the examiner said: 


In the recent past, the management of the Southern engaged in 
many questionable practices. Proportions of freight charges due for- 
eign lines on interline shipments were diverted to other purposes, 
drafts of such lines being dishonored. Excessive proportions of mini- 
mum charges collected on interline shipments were held illegitimately, 
because under the rules for interline settlement corrections less in 
amount than one dollar could not be made. Defendants urge that 
these and other more flagrant breaches of the moral code have 
alienated from the road the support both of its patrons and its con- 
nections. Business men have lost confidence in it, and the transi- 
tion to receivership has not restored their faith. This situation has 
resulted in the diversion of part of the competitive traffic of the road 
to other routes. Defendants estimate that the revenues of the road 
might be increased 15 to 20 per cent by additional business that 
could be secured ‘‘under an honest and efficient management, one 
that would encourage the people who want the line, to support it.” 

The reply of the Southern to these charges is that it is now 
being operated under the supervision of a court, which insures honest 
management. But at date of hearing the actual management of the 
road was in the same hands as during the period when these prac- 
tices occurred. While the practices themselves are no doubt matters 
of past historY not liable to recur in the future, their present in- 
fluence is a deterrent to economical and efficient operation. 

The Southern, at date of hearing, was paying $4.22 per ton for 
coal delivered on its line. In substantiation of their contention that 
this price was too high, defendants submitted offers from _ oper- 
ators in the Peoria-Fulton county district of Illinois to supply the 
road with various grades of coal at delivered prices of from $3.50 
to $4.00 per ton. 


CAR MINIMUM REASONABLE 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 14342, Consolidated Lumber Co. vs. Director-General et al., 
on a finding that the minimum charge of $15 per car on lum- 
ber from East San Pedro, Calif., to Wilmington, Calif., in effect 
from July 1, 1918, to May 25, 1919, was not unreasonable. 


NEWSPRINT REPARATION 


Reparation on thirty-one carloads of newsprint paper, on a 
finding of unreasonable rates, has been recommended by Exam- 
iner John C. Donnally, in a report on No. 13255, American 
Publishing Co. vs. Director-General et al. The shipments were 
made from International Falls, Minn., and Fort Frances, Ont., 
to Austin, Tex., between June 19, 1918, and June 6, 1922. The 
rates were alleged to have been unreasonable, unduly prejudi- 
cial and inapplicable. The examiner said the Commission 
should find the rates unreasonable to the extent they exceeded 
52 cents prior to June 25, 1918, 65 cents to June 25, 1920, and 
87 cents from August 26, 1920, and award reparation. One 
of the questions involved was as to whether the commodity 
transported was “printing paper, unprinted,” or the higher 
rated article, “news print paper, unprinted.” The examiner 
said that question amounted to nothing in view of the proposed 
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finding of unreasonableness. The rates assessed ranged from 
69 to 117 cents. Some of the shipments were undercharged. 


Collection of the undercharges should be waived, the examiner 
said. 


NEW RATES FOR PHOENIX 


New rates for Phoenix, not higher than those to Tucson, 
have been recommended by Examiner John T. Money in a 
report on No. 14351, Traffic Bureau of the Phoenix Chamber 
of Commerce vs. Atchison, Topeka & Santa Fe et al. He said 
the Commission should hold unreasonable rates on canned 
salmon, carloads, from Seattle, Portland and Los Angeles, and 
on canned goods, including canned milk, from Seattle to Phoe- 
nix, since August 16, 1922, to the extent they exceeded, exceed 
or may exceed the rates to Tucson. He said the Commission 
should find the rates on canned goods, except canned salmon, 
from Portland, San Francisco and Los Angeles, to Phoenix, not 
unreasonable. He said the Commission should award repara- 
tion to the basis indicated to those members of complainant 
as could show they had made shipments on which they had paid 
the charges. 


REPARATION ON PINE TAR 


Attorney-Examiner John McChord in a tentative report on 
No. 14484, Paul Viller, trustee of John P. Rausch Company, Inc. 
vs. Director-General, et al., has recommended an award of repa- 
ration on a finding that a fifth-class rate of 94 cents on one car- 
load of pine tar from, Folsom, La., to Galveston, Tex., was un- 
reasonable to the extent that it exceeded 35 cents per 100 
pounds. The Director-General agreed to pay reparation to that 
basis. The examiner said there was also set down for hear- 
ing in connection with the proceeding such fourth section de- 
partures as existed in the rate on pine tar between Folsom and 
Galveston, protected by applications filed on or before Febru- 
ary 17, 1910, but which had not been passed upon. He said 
none of the carriers undertook to justify their further continua- 
tion and that the departures should be promptly removed. 


REPARATION ON WRAPPING PAPER 


An award of reparation has been recommended by Attor- 
ney-Examiner John McChord in a tentative report on No. 14635, 
Jackson Paper Company vs. Beaumont, Sour Lake & Western 
et al., on a finding that a rate of 106 cents on a carload of wrap- 
ping paper from, Orange, Tex., to Jackson, Miss., was unreason- 
able to the extent that it exceeded 39 cents. The rate charged 
was a joint through class rate. The examiner said on the date 
of movement there was in effect a rate of 41.5 cents via New 
Orleans, and that the complainant notified defendants that it 
was expected the car would move under a rate of 41.5 cents. 
The defendants advised complainant they would ask permis- 
sion to publish a through rate of 41.5 cents and that rate was 
made effective May 18, 1923. The complainant, however, con- 
tended the rate of 41.5 cents was excessive and discriminatory, 
citing rates from Orange to Jackson and other points in Missis- 
sippi, Louisiana, Alabama, Missouri and Tennessee. The ex- 
aminer said a rate of 39 cents would be reasonable. 


RATES ON PRESSED BRICK 


On a proposed finding that a rate of 63.5 cents assessed 
on one carload of pressed brick from Chattanooga, Tenn., to 
Bluefield, W. Va., was unjust and unreasonable to the extent 
that it exceeded 30 cents per 100 pounds, Attorney-Examiner 
John McChord has recommended an award of reparation in No. 
14555, T. L. Herbert & Sons et al. vs. Norfolk & Western et al. 
It was agreed at the hearing that the name of W. G. Bush & 
Co. be substituted as complainant in lieu of T. L: Herbert & 
Sons, the Bush company having owned the brick and having 
paid the freight charges. The examiner said there was in 
effect on the date of movement a combination rate of 30 cents 
on pressed building brick via Bristol, Tenn. The complainant 
contended for a rate of 15.5 cents, but the examiner said the 
30-cent rate had not been shown to have been unreasonable. 


RATE ON PIG IRON 


Dismissal of the complaint has been recommended by 
Attorney-Examiner Charles F. Gerry in a tentative report on 
No. 14604, Elevator Supplies Co., Inc., vs. Director-General, as 
agent, Southern et al., on a finding that a rate of $8.30 per 
ton of 2,240 pounds on pig iron, carloads, from Birmingham, 
Ala., to Weehawken, N. J., during federal control, was not un- 
reasonable or otherwise unlawful. The complainant asked for 
reparation to the basis of a rate of $7.40 on pig iron from Bir- 
mingham to Hoboken, N. J. 


REPARATION ON CRUDE CLAY 


An award of reparation has been recommended by Attorney- 
Examiner John McChord in a tentative report on No. 14677, 
Louisville Pottery Co. vs. Attorney-General, as agent, on a 
proposed finding that a rate of $1 per ton on crude, clay from 
Huntingburg, Ind., to Louisville, Ky., was unreasonable to the 
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extent that it exceeded 80 cents per ton. The shipments moved 
in the period between June 25, 1918, and October 17, 1919. A 
commodity rate of 80 cents was established October 17, 1919, 
and it is the present rate. The complainant asked reparation td 
the basis of the subsequently established rate. 


RATES ON ROUGH IRON, ETC. 

Examiner J. Edgar Smith, in a tentative report on No. 
14206, American Foundry & Machine Co. vs. Director-General, 
as agent, et al., has recommended dismissal of the complaint 
on a proposed finding that four carloads of rough iron and 
steel castings, shipped in November, 1918, and December, 1918, 
and January, 1919, from Salt Lake City, Utah, to Seattle, Wash., 
were charged the legally applicable fifth class rate. The rate 
charged was $1.19 per 100 pounds. The complainant contended 
for application of a special commodity rate of 81% cents per 
100 pounds, then in effect on hoists, stationary engines and fit- 
tings. The examiner said the case involved tariff application 
only and that clearly complainant did not ship hoists, stationary 
engines or fittings. 


SCHEDULES NOT SUSPENDED 


The Trafic World Washington Bureau 


Contrary to expectations, the Commission June 30 voted not 
to suspend schedules naming increased rates on iron and steel 
articles, agricultural implements, furniture and refrigerators, 
grain and grain products and canned goods against the increases 
in which a great volume of protest was filed the week pre- 
ceding that vote. The schedules which the Commission refused 
to suspend were filed in supposed compliance with the Com- 
mission’s fourth section order No. 7836. 

So great was the mass of objections that every fact sup- 
posed to be indicative of the views of the commissioners that 
could be found before June 30 by those interested tended to 
create or confirm a conviction that a vote of suspension would 
be passed against the tariffs in question. Among the protest- 
ants were the United States Steel Corporation, the Bethlehem 
Steel Company, blast furnaces and jobbers along the Ohio 
River, jobbers and fabricators in Virginia and Tennessee, the 
railroad commissions of North Carolina and Mississippi, the 
Memphis Freight Bureau and chambers of commerce of half 
a dozen Mississippi cities. Inasmuch as the Commission has 
never made public any reasons for refusing to suspend a tariff 
or tariffs, the fact or facts which caused them to vote no against 
the extraordinary protests in this matter are unknown. The 
rates in many instances are higher than those proposed in the 
schedules which were suspended in I. and S. No. 1303. They 
became operative July 1. They apply from Ohio River cross- 
ings and points, in a rate sense related to the crossings, as 
points of origin, to destinations in the territory south of the 
Ohio and Potomac and east of the Mississippi rivers. 


SUSPENDS SWITCHING SCHEDULES 


The Trafic World Washington Bureau 


By an order entered in I. and S. No. 18538, the Commission 
has suspended from July 5, until November 2, 1923, the opera- 
tion of certain schedules contained in Supplements Nos. 12 and 
14 to New York Central Railroad Tariff I. C. C. L. S. No. 1015 
and Supplement No. 4 to Michigan Central Railroad Tariff I. C. 
C. No. 5550. 

The suspended schedules propose to change the charges for 
the various switching services at Detroit, Mich., from. a specific 
amount per car regardless of weight to a basis of cents per 
hundred pounds, minimum weight 60,000 pounds, except that 
on sand, gravel, stone (except dimension stone), slag, burnt or 
refuse foundry sand or dirt the minimum weight would be 95 
per cent of the marked capacity of the car, and on live stock 
a minimum weight of 20,000 pounds. The proposed changes 
would result in increases ranging from 70 cents to $8.70 per 
car, based on the minimum carload weight, and in greater in- 
creases on traffic loaded in excess of the minimum. 

By an order in I. and S. No. 1854, the Commission has sus- 
pended from, July 5 until November 2, 1923, the operation of 
certain schedules as published in Indiana Harbor Belt Railroad 
Company’s Tariff I. C. C. No. 648. 

The suspended schedules propose to establish on acid, 
muriatic, nitric and sulphuric, between points in the Chicago 
switching district on respondent’s line a charge of 2 cents per 
100 pounds, carload minimum weight 60,000 pounds, in lieu of 
the present charge of $5.85 per car of 60,000 pounds or less, plus 
12.5 cents per: net ton or fraction thereof for weight in excess 
of 60,000 pounds. 


EFFECTIVE DATES OF TARIFFS. 


The Trafic World Washington Bureau 


The practice of railroads and tariff publishing agents of 
filing tariffs having the first and the middle of the month as 
operative dates has evoked a protest fromthe Commission. The 
practice throws the machinery of the Commission into an exces- 
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sive strain in the days immediately preceding the first and the 
fifteenth of the month. It also has a like effect on the printers 
hired by the railroads and tariff publishing agents to prepare 
the schedules. 

June 30, 1923, was one of the worst of the days of that kind 
the Commission ever experienced. For a week before the end 
of June the tariff checking force of the Commission and the 
Commissioners themselves were hurried to the dimit of physical 
endurance in an effort to check the tariffs that had been filed 
with an effective date of July 1 or June 30. It was necessary for 
the tariff men of the Commission to work at night and to call in 
outside help. The commissioners themselves had to devote extra 
hours to the consideration of protests and arguments in support 
of schedules that had been filed to become operative July 1. 


Orders of suspension are evidence only of consideration 
given to such matters that reach the public. Instances in which 
the Commission votes not to suspend do not afford any guide to 
the public as to the amount of work the Commission and its staff 
have had to perform regarding proposed rates. The Commission 
June 30 issued five suspension orders and, according to the 
understanding, voted in more cases than that number not to 
suspend. One of the five was a mere further suspension of the 
tariffs in I. and S. No. 1762, made necessary by the fact that the 
original order of suspension expired the day before the mimeo- 
graphed decision in that case could be prepared. The other four, 
however, were new cases. They were I. and S. 1847, suspending 
increases on grain from points in Illinois on the Rock Island to 
St. Louis and Cairo and related points, ranging in amount from 
% cent to 14% cents per 100, from June 30 until Oct. 28; I. and S. 
No. 1848, suspending from. July 1 to October 29, increases on sand 
and gravel from stations on the Charleston & Western Carolina 
to points in the Southeast; I. and S. No. 1849, suspending from 
July 1 and later days until October 29, dozens of tariffs proposing 
to increase the carload minimum weight on salt between all 
points east of the Rocky Mountains to 45,000 pounds, and I. & S. 
No. 1851 suspending from July 1 until October 29 a loading and 
unloading charge on live stock at the Union Stock Yards in 
Chicago of $1 for each deck of each car for any capacity, the 
present charge being $1 per car of any capacity. 


The Commission on June 30 sent the following notice to 
carriers: 


_it appears to be a somewhat general practice of carriers to make 
tariff publications effective either on the first or the fifteenth of each 
month. Because of this fa¢t compiling offices and printing houses 
work often under pressure in an endeavor to meet such dates, and 
errors which occur in such publications result in the filing of numer- 
ous sixth section applications immediately prior to these dates. This 
unusual number of sixth section applications delays action by the 
Commission, and makes it impossible in many instances for carriers 
to issue the correcting supplements prior to the effective date of the 
erroneous publications, with the result that many reparation claims 
on the Commission’s special docket are necessary as to shipments 
moving prior to correction. 

The filing of many tariffs effective on these dates is usually also 
followed by the presentation of numerous requests for suspension on 
or about the same time. In such cases it is impossible for the Com- 
mission to pass upon many of these applications until immediately 
prior to the effective dates of proposed changes, in part because 
carriers themselves are delayed in furnishing answers to the protests 
and explanations of the changes. When suspension orders are not 
issued several days prior to the effective dates of schedules, carriers 
are unable to distribute suspension supplements in time to avoid 
assessing the suspended rates on many shipments, making subsequent 
readjustment of the charges necessary. 


It is requested that in future traffic and rate committees and 
publishing officials arrange to publish changes in rates effective on 
different dates throughout the month, in lieu of the present practice 
of usually making them effective on the first or fifteenth. It will 
be the Commission’s purpose also to follow this practice in naming 
effective dates in its decisions. It is hoped that cooperation between 
the carriers and the Commission in this matter will do much _ to 
bring about better tariffs and more orderly procedure, and with that 


end in view the Commission requests that this notice be given the 
widest publicity by carriers. 





COMMISSION ORDERS 


The Texas Chamber of Commerce has been permitted to 
intervene in No. 14914, Oklahoma Portland Cement Company vs. 
St. Louis-San Francisco Railway et al. 

The Commission has reopened the proceedings in No. 
13845, Scott & Williams, Inc., vs. Director-General, for such 
further hearing as it may direct. 

In an order in Finance Nos. 2777, 2817 and 2783, in the 
matter of the application of the Southern Illinois & Kentucky 
Railroad Company and Chicago, St. Louis & New Orleans Rail- 
road for authority to construct lines of railroad, and of the 
Illinois Central Railroad for authority to acquire control, by 
purchase, of the stock of the Southern Illinois & Kentucky 
Railroad and to operate said lines of railroad and to that end 
to purchase, lease and/or acquire running rights over them, 
the Commission has denied the applicant’s motion to strike 
from the files the reply brief of the protestants, but has granted 
them leave to file their second reply brief. 

The Lehigh Portiand Cement Company, Oklahoma Portland 
Cement Company, Nebraska Cement Company, the Colorado 
Portland Cement Company and the United States Portland 
Cement Company have each been authorized by the Commission 
to intervene in No. 14936, Iola Cement Mills Traffic Association 
et al. vs. Arkansas Western Railway et al. 
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EXPRESS RATES, 1922 


The Trafic World Washington Bureau 


Addressing himself to specific complaints about particular 
rates, Mr. Marx, in the express case argument, said nearly all 
pertained to what might be called luxury service, that is, to 
the dispatch of dry goods which were hurried to the Pacific 
coast by express ‘so as to arrive before the styles changed. He 
said the threats that if rates were increased the business would 
either not move or would go to other forms of transportation 
had not been realized. 

“The express service can pay its own way,” said he. “The 
country is growing and every man expects his business to 
grow and there is no reason why the charges for express serv- 
ice, a specialized service, should not be made to pay its way. 
It is not intended to compete with the freight service of the 
railroads and, generally speaking, no one will be hurt if the 
charges are made to put the service on a self-sustaining basis.” 

Commenting on the use that had been made of the “busi- 
ness and expense” reports made by local agents of the express 
company, to show that the business was extremely profitable 
in the western district, he pointed out that each agent merely 
took into his reports the money he collected and paid out. 
Business from the east to the west was carried on merchandise 
rates, he said, and the agents in the west collected the money. 
Business from the west moved on lower commodity rates. 
Eastern agents collected the revenues on it. In that way the 
west was made to show a big revenue and a comparatively 
small expense. The “B. & E.” reports were all right, he said, 
for the purposes for which they were intended, but, he said, 
they had no business in this case to show the revenues derived 
from the business in the different groups. 

In behalf of all the state commissions, John E. Benton de- 
voted himself to what he called the outstanding matters of 
general interest, leaving disputes as to what should be done 
with a particular adjustment as between groups or districts 
to be discussed by those having a direct interest in them. Inci- 
dentally, as one having had to do with the early stages of 
the negotiations looking to the formation of the consolidated 
company, he denied the implications carried in the history re- 
cited by Mr. Marx, saying that while the Director-General de- 
sired to do business with only one express company, he did 
not force the old companies to consolidate as implied by Mr. 
Marx. He said he felt he had as much right to go into that 
phase of the subject as the other side, because he took part 
in the negotiations and drew the first draft of the new contract. 
The fact, he said, was that the express companies came to 
Washington to ask the government to take them in “out of 
the wet,” and there never was any suggestion about the con- 
solidation being broken up until after the Attorney-General of 
the United States suggested that perhaps what was being done 
would be in violation of law. He said he believed all the re- 
sponsible parties believed, that ultimately Congress would legal- 
ize the consolidation just as it did. Therefore, he said, he 
thought not much weight need be attributed to the argument 
that the express company and the railroads, at the end of 
federal control, were surprised to find that the express business, 
if carried on by the railroads, would have to be done at a loss. 

“The consolidated express company came into existence 
during the war with the claim that it could effect economies 
and give better service than the old companies,” said Mr. 
Benton. “Yet the new company, that was going to operate for 
less than the old, got advances aggregating 50 per cent and 
is now asking for more. In 9121 came deflation, but express 
rates remain at war peak. 


“So far as the consolidated company is concerned, there 
can certainly be no objection to a reduction in rates. It admits 
it is making more money than it ever expected to make, and 
last year it turned over, voluntarily, to the rail lines $2,000,000 
in excess of what its contract called for—an action quite unique 
for an express company. It did that, as a business matter, so 
as to hold its contract with the railroad companies. 


“Wettling’s exhibits are no more substantial than the as- 
sumptions upon which they rest. The main assumption is that 
the express traffic uses the same proportion of space in the 
cars today as it did before the great increase in the parcel 
post business. I objected to the introduction of exhibits based 
on the formula used in the mail pay case. You are expected 
to decide this case for them on evidence produced by witnesses 
whom we did not hear and whom we had no opportunity to 
cross examine. In that way Mr. Wettling got an exaggerated 
expense because he disregarded obvious facts. Having got an 
exaggerated expense, he got a correspondingly exaggerated 
property value, which he treated as devoted to express business. 
Upon that he computed the 5.75 per cent return.” 

For the state commissions in the third zone, Mr. Raish, a 
South Dakota commissioner, argued that the express company 
in that zone earned in seven months $12,000,000 more than a 
fair return and that, instead of an increase, there should be a 
reduction in the rates. 

The motor truck that competes with common carriers by 
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railroads over a right-of-way that is constructed and maintained, 
in part, by taxes paid by other common carriers, came in for 
discussion at the arguments in the express case June 29. 
While W. H. Chandler was arguing, for the Boston Chamber 
of Commerce, against any increase in express rates and for a 
return, by railroad managers to the business of railroading by 
the making of rates that would attract instead of repel busi- 
ness, Commissioner Potter opened up a line of discussion that 
has been going on more or less ever since the motor truck be- 
gan cutting into the business of New England carriers. Mr. 
Chandler said the motor truck companies did not furnish fig- 
ures showing the results of their operations. He said that in 
answer to a query by Mr. Potter as to the amount of tonnage 
New England trucks were carrying. Mr. Chandler said that 
New Hampshire had made a collection of some statistics on the 
subject and he promised to obtain and forward the data to 
Mr. Potter. 

“Wouldn’t it be a good thing,” inquired Mr. Potter, “while 
everybody is lambasting the railroads and asking us to help 
them lambaste to have a little co-operation with the carriers 
to find out what is the matter, and particularly to find out 
about this motor truck competition, what it amounts to and 
whether the truck should. not bear some of the expense. In 
fact, should there not be a general inquiry about all forms of 
transportation to see if each is bearing its share of burdens?” 

Mr. Chandler heartily agreed with Mr. Potter. He said 
he certainly was one of those who thought the motor truck 
should be required to make a contribution to the expense of 
keeping up the highways, greater than it is supposed to be 
contributing. He agreed with the suggestion that probably 
the motor truck was not paying its proper share for the sup- 
port of the highways used by it while the railroads were 
paying more than their share. 

Mr. Chandler said that the record in this case did not war- 
rant any increase in the express rates. He said that people 
in New England were not suggesting reductions in rates. Their 
greatest desire, he said, was for the railroads and the express 
company to get back to real railroading, so as to afford service 
and rates that would bring business to them. The trouble with 
them, he said, was that they did not permit shippers to help 
them. For a number of years, he said, roads in New England 
appeared to be trying to do everything possible to drive away 
business. 

Mr. Chandler said that if the express business were to 
be made to pay in every particular then it was time to go into 
the whole subject of making rates each of which would pay a 
sum equal to the fare returned and have doine with the whole 
subject in one proceeding. As a suggestion, he said that the 
express company should reduce rather than increase its rates 
if it desired an increase in revenue. 

Willis Crane, speaking for the Joint Council of the West- 
ern Fruit Jobbers’ Association of America, the National League 
of Commission Merchants of the United States, and the Inter- 
national Apple Shippers’ Association, said that a proposal to 
increase rates on express service was wholly out of line with 
the tendency of prices. Using 1913-1914 as the base line for 
index figures he said that fruits and vegetables were 82 in 1922, 
while express rates were 154.93. Such a situation, he suggested, 
did not tend to show as a proposition of common sense that 
there should be any increase in express rates. A _ reduction, 
he thought, would be more logical. 


Clarence E. Gilmore, speaking for the state commissioners, 
said the attitude of the state commissions was not that of hos- 
tility toward either the railroads or the express company but 
merely to help the Interstate Commerce Commission arrive at 
a proper decision on the directly opposed propositions that ex- 
press rates should be increased and that express rates should 
be reduced. He said the state commissions were in the case 
at the invitation of the federal commission and that they had 
not projected themselves into it. He said the case presented 
itself in two phases: First, that of rates and second, that of 
service. 

“As to rates,” said Mr. Gilmore, “our position is that the 
railroads are without standing in this case, and are barred, 
legally and morally, by reason of their voluntary contract with 
the express company from coming to this tribunal and seeking 
further income from the traffic by express. Only the express 
company should be dealt with here and the evidence in this 
record is abundant that it is making more than a fair return 
on its investment. It is admitted that, having plenty, it gave 
to the railroads even more than its bond stipulated.” 

As to the service, Mr. Gilmore said, the cold facts were: 
That the service between Texas points on the one hand and des- 
tinations in the east on the other was so poor that shippers 
were being driven to the use of water line and other forms of 
transportation. 

Hugh Gordon, speaking for the commissions of Arizona, 
Arkansas, California, Colorado, Idaho, Iowa, Kansas, Louisiana, 
Minnesota, Missouri, Montana, Nebraska, Nevada, New Mexico, 
North Dakota, Oklahoma, Oregon, South Dakota, Texas, Utah, 
Washington, Wisconsin and Wyoming, said that the record in 
this case justified the conclusion that the present interstate ex- 
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company; that they imposed a disproportionate burden upon the 
western states and because of that conclusion a readjustment of 
such rates should be ordered. 

In behalf of Missouri River cities, Mr. Childe propounded 
the proposition that inasmuch as the west had not as much 
pick-up and delivery service as the east, the west, and particularly 
zone 3, should have lower rates than at present, because on 
rates as they are now the express company had made a return 
which it had acknowledged was a fair one. His estimate was 
that more than one-half of the transportation expense of the 
service was caused by the pick-up and delivery. part of it. 
Seventy-six per cent of the people in the east live in the cities 
and towns which have such service, he said. In the west not 
more than one-third of the people live in communities in which 
the express company calls for and delivers express packages. 

Suggestive inquiries by Chairman Meyer and Commissioner 
Hall that the discrimination of which Mr. Childe had been speak- 
ing was such as that incident to the free transportation of bag- 
gage privileges were answered in the negative by Mr. Childe. 
Mr. Meyer suggested that if he travelled without baggage the 
service performed for a passenger on the same train in the trans- 
portation of bagzage was a discrimination against him. Mr. 
Childe admitted that that was so but insisted that the discrimina- 
tion about which he was talking was one that was serious and 
had an appreciable effect on business done under competitive 
conditions. 

The question of separating the line-haul and the terminal 
charges was brought forward by Mr. Chandler. He said he had 
advocated that scheme in 1912. Canada and Indiana, he said, 
since then had tried it but had failed to make it work. In 
theory, he said, the thing was beautiful and subject to only one 
objection, namely, that it would not work. Until some one had 
worked out a plan that would accomplish the end in view, he 
said, the stating of rates should be continued as at present. Mr. 
Childe said he could understand the position of Mr. Chandler be- 
cause the east was getting service for which the west was paying. 

The fresh fish industry, Mr. Cotterill, speaking for it and the 
Southern Traffic League, said was in a deplorable condition and 
he asked the Commission to do something for it on the broad 
ground of policy, as it had in the live stock case. Classification 
of all foods in one class, he said, was not logical because it 
made no distinction between essentials and the luxurious foods. 
His idea was that this was an instance in which the Commission 
could exercise its power to make classifications. The South- 
eastern Express Company, he said, had made a ten per cent 
reduction some time ago and it was a matter of record, he said, 
that the volume of business had increased. He spoke against the 
Childe proposal. 

All the service the express company renders newspaper com- 
panies that ship their product by express, P. S. Patterson, speak- 
ing for the Chicago Tribune and some other newspapers, indi- 
cated, was to give the bundles space in the express cars and then 
have the agents kick. those bundles out of the cars. Terminal 
service at both ends, he said, was performed by the shipper and 
not the express company. For that reason he suggested that 
lower rates could be made on traffic of that kind. 

The case was closed by B. W. Scandrett, Henry Thurtell and 
H. S. Marx, the two first mentioned presenting the considerations 
that, in the estimation of the railroads for whom they were 
speaking, should influence the Commission in providing more 
money for the railroads, and the last mentioned in rebuttal for 
the express company. Some of the attorneys to whom time had 
been given surrendered the time allotted to them so as to enable 
the express and railroad companies to make the presentation 
they deemed necessary. 


POSTING PERISHABLE TARIFFS 


The Commission, by means of Posting Order No. 1, issued in 
Ex Parte No. 13, a long pending proceeding relating to the sixth 
section, has authorized the carriers to disregard the provisions 
of the sixth section respecting the posting of R. C. Dearborn’s 
Perishable Protective Tariff. No. 2, I. C. C.,. No. 1, by posting 
copies of that tariff where shippers of perishables think they 
should be posted, as follows: 


(1) At known producing or shipping points of perishable freight, 
or = Points in known I pacer or shipping areas; 


: At established junctions for the interchange of perishable 
freight; 


. (3) At the so-called central posting stations specified in the Com- 
mission’s order of October 12, 1915; 

(5) At important points of destination and distributing centers— 
and upon the additional condition that at stations where copies of 
said I. C. C. No. 1, issued by R. C. Dearborn, agent, are not posted, 
a natice shall be posted stating that thetariff has been issued 
and that upon request it will be posted at the station at which the 


notice appears and indicate the one to whom request for such posting 
should be made. 


SAN LUIS CENTRAL BONDS 
: The San Luis Central Railroad Company has been author- 
ized by the Commission to extend the date of maturity of 


$120,000 of first mortgage 6 per cent bonds from July 1, 1923, 
to July 1, 1943. 
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press rates were yielding more than a fair return to the express 


THE REDUCED RATE SCHEME 


The Trafic World New York Bureau 


The American Manufacturers Association, 50 Broad Street, 
New York, which has launched a movement for a ten per cent 
reduction in freight rates (See Traffic World, June 23), is largely 
a one-man, self-starting organization. Hugh A. Holmes is chair- 
man and treasurer. He told a representative of The Traffic 
World, that he “originates” the movements which the associa- 
tion champions. He asserted that the association was not under 
the “dictation” of outside interests, such as other organizations, 
bankers, or any group. 

In return for subscriptions for specific purposes the associa- 
tion files protests with the Interstate Commerce Commission. 
Copies of these letters are then forwarded to subscribers. On 
rare occasions Mr. Holmes has actually appeared before the 
Commission or before committees in Congress, it is stated. 

Other officers of the association are M. L. Fletcher, 
Hackettstown, N. J., vice-president, and F. C. Trimble, secretary 
and auditor. Mr. Holmes, when asked for these officers, did 
not remember the initials, but obtained them from his records. 
He did not have the New York address of Mr. Trimble, but said 
he was a public accountant and that, as he came into the office 
several times a week for meetings, the matter of his local ad- 
dress was unimportant. 

‘In response to a question as to his board of directors, Mr. 
Holmes said that there was no such body, but that an advisory 
committee was appointed on each subject that the association 
decided to take up. His letterhead shows the following advisory 
committee: 

C. S. Brewer, Herkimer, N. Y., president, Standard Furni- 
ture Co.; M. L. Fletcher, Hackettstown, N. J., vice-presiaent 
and treasurer, American Saw Mill Machinery Co.; Harry 
Fleuchaus, Newark, N. J., sec.-treas., Boyden Shoe Mfg. Co.; 
Robert A. Brodie, Owensboro, Ky., sec-treas., Owensboro Wagon 
Co.; W. H. Rasch, Burlington, Wis., sec.-treas., Burlington 
Blanket Co.; George E. Hibbard, St. Louis, Mo., president, 
Steel and Hibbard Lumber Co.; C., F. Wright, Lisbon, Ohio., 
president, Wright Manufacturing Co. 

Mr. Holmes said that the association holds no public meet- 
ings or conventions, as he does not believe in them. The officers 
meet three times a week and get more done than a convention 
in three days, he added. 

“We originate our movements and go ahead,” he said. “No 
association or outside organization controls our work.” 

Will you give the names of those who are supporting you in 
the campaign for a ten per cent rate reduction,” was one ques- 
tion. 

“No, sir!”, said Mr. Holmes. “We will not make them 
public until the matter comes before the Interstate Commerce 
Commission, when they will be filed.” ’ 

‘Have you any banking or other references,” he was asked. 

“We have nothing to do with banks,” was the reply. “We 
will not take their dictation.” 

Mr. Holmes said that the association, in its campaign, had 
the support of owners of $3,000,000,000 in railroad bonds, “‘one- 


seventh of the entire valuation of the roads,” which were pledged 
to the association. 


He refused to identify any of these ‘bondholders, and later 
explained his use of the word “pledged” by saying that the 
owners had written and offered their support. He would not. 
show any of these letters. 


Mr. Holmes was asked about the organization and finances 
of the association. He explained that the association has no 
members, only associates, and that there are no dues but only 
voluntary contributions. 


“Are you paid a salary or do the contributions pay you for 
the work?” 

In reply he said that the association was practically sup- 
ported by other activities, such as raising funds for needy cor- 
porations, and that it was independent of its subscriptions. 

“What accounting do you make? If you have a surplus over 
expenses, what becomes of it? Do your associates get any re- 
port?” 

“We make an annual report, showing the disposition of our 
funds.” , 

When asked for a copy of the annual report, Mr. Holmes 
said that he had only one and that he did not have it in his 
office. 

The reason why the association has associates and not mem- 
bers, Mr. Holmes explained, was that associates were not liable 
for assessments. 

The American Manufacturers Association has a name that 
is similar to the National Association of Manufacturers, but offi- 
cials of the latter deny any relation between the two. Mr. 
Holmes is also consulting traffic expert for the National Com- 
mercial Travellers, whose headquarters, he said, are at Muske- 
gon, Mich. This organization has no relation to the National 
Council of Traveling Salesmen’s Associations. The American 
Manufacturers Association has two small rooms in the rear of 
50 Broad Street, with its name on one door and the name of 
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the National Commercial Travellers on the other. There are no 
secretaries or other evidence of large activity inside. 

Mr. Holmes said that the association was organized in 1903. 
Other organizations, he said, often get the credit for favorable 
decisions made by the Interstate Commerce Commission on 
movements which he originated. 


“We do not care for the credit, however,” he said. “We 
are satisfied if we get the work done.” 

Explaining this statement, he said that, as consulting expert 
for the National Commercial Travellers he applied to the Direc- 
tor General for an interchangeable mileage book when the rail- 
roads were under federal control, but that this request was 
turned down on the grounds of lack of authority. A similar 
petition to the Interstate Commerce Commission was also turned 
down. Then, with the transportation act of 1920 was passed, 
Mr. Holmes said, it was supposed to give the Commission full 
authority but his petition was turned down again. Finally the 


matter went to Congress and he appeared before Senator Cum- 
min’s committee, he said. 


Mr. Holmes exhibited letters which he had written to the 


Interstate Commission asking for the interchangeable mileage 
books at 2% cents a mile. 

Since the dispatch of recent letters asking contrikutions to 
carry on the campaign for a reduction in railroad freight rates, 
many railroad men in New York have made inquiries concerning 
Mr. Holmes, These requests for information have been directed 
to the National Association of Manufacturers, the Merchants 
Association, the National Council of Travelling Salesmen’s Asso- 
ciation, and other well-known organizations. In each instance 
the replies have been either that they did not know about Mr. 
Holmes, or that so far as they could ascertain he was running 
a one-man association. 


The following circular from J. H. Beek, executive secretary 
of The National Industrial Traffic League has been received by 
members of the League: 


Several of our members in different sections of the country 
have forwarded to us a letter received by them from the Ameri- 
can Manufacturers Association (international organization), 50 
Broad street, Suite 619-621, New York, signed by Hugh A. 
Holmes, chairman. We are attaching copy of that letter, to- 
gether with a copy of the form of petition which business men 
are requested to sign. 

Last year we had occasion to call attention to the ac- 
tivities of this concern and that of another concern operating 
under the name of the National Commercial Travelers, which 
were soliciting money to promote an interchangeable mileage 
pan ate respectfully refer you to League Circulars Nos. 420 
an a 

At that time we wrote Mr. C. H. Parshall, president of the 
National Commercial Travelers, and received a reply from Mr. 
Hugh A. Holmes, saying that our letter had been referred to 
him as “Consulting Traffic Manager” for reply. The Ameri- 
can Manufacturers Association, gave its address as 156 Broad- 
way, Room 43, New York; the National Commercial Travelers 
gave its address as 69 Liberty street, Room 43, New York. Al- 
though each gave a different street address, the room number was 
the same, and, as a matter of fact, was the same room, the 
building in which it was located having entrances from both 
Liberty street and Broadway. We*feund from our correspondence 
that the two concerns were very much intermingled, if not in 
reality one, although both appeared to be conducting separate 
campaigns for funds. 

By corresponding with Mr. George B. McGinty secretary of 
the Interstate Commerce Commission, and Frank C. Stratton, 
chief of division of dockets, we satisfied ourselves that their 
representations that they had a case pending before the Inter- 
state Commerce Commission was not borne out by the facts. We 
therefore advised members to contribute no money. 

Mr. Hugh A. Holmes, who signs himself chairman of the 
American Manufacturers Association, is the same party with 
whom we corresponded in re. mileage book solicitations. 

Your attention is particularly called to the form of petition 
business firms are asked to sign. Even though a great many busi- 
ness firms signed such a petition, and filed it with the Inter- 
state Commerce Commission, it is not at all probable that any 
action would be taken by the Commission in response to it. The 
Commission would readily recognize that it was the result of 
carefully prepared planning by promoters. 

Assuming that there should be a reduction in freight rates, 
we respectfully submit that the plan outlined is not the usual 
procedure to accomplish it. In a case of such magnitude at the 
one contemplated some more formal action would probably be 
required. Moreover, if the facts warrant, there are shippers 
organizations with sufficient funds to undertake such a case, 
without the intervention of promoters. 

We do not believe that this concern was urged, as it states 
to sponsor such action. We think it initiated the idea for the 
express purpose of soliciting funds. We do not believe that a 
contribution in response to its appeal would be wise or if made, 
would be effective 1n accomplishing anything. We, therefore, 
respectfully suggest that our members decline to contribute to 
the American Manufacturers Association, in response to its ap- 
peal and refrain from signing the form of petition submitted. 


TRUCK COMPANY MUST CEASE 


In a decision of the Illinois Commerce Commission denying 
a certificate of public convenience and necessity to a truck 
company operating a fleet of forty trucks on regular published 
schedules in competition with three steam roads and an inter- 
urban line between Chicago and Joilet, the commission has 
ordered the trucking company, as well as several other com- 
panies uncovered in its investigation, to cease business. In its 
report the Commission goes into detail on the question of motor 
truck competition with other carries. 
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The Kipps Express and Van Company, which had petitioned 
for the certificate, was shown by the evidence to advertise and 
operate a regular daily service to forty towns with published 
rates on connecting services between Chicago and five other 
towns from twenty to fifty miles distant. Regular warehouses 
and rate zones were also maintained. Some of these services 
were shown to have extended over a period of three years and 
the commission cited several other companies engaged in sim- 
ilar businesses. 

The commission states that its policy is not to issue such 
certificates unless it can be shown that there is not adequate 
service and that the proposed carrier has the capacity to handle 
all the traffic, if need be. The continued filing of petitions 
shows, says the commission, that “the motor transportation ser- 
vice can no longer be ignored by the steam railroad and the 
electric interurban companies, but that the economic question 
must now be answered whether the railroads intend to fill the 
field served by their lines with the most modern and most con- 
venient service, adopting and co-ordinating motor transport ser- 
vice, insofar as it may assist in better serving the public within 
the field occupied by them either by popularizing and extending 
express service or by their own efforts in freight service, or 
whether they intend to meet motor transportation as a com- 

etitor. 

. “If the motor truck is used in conjunction with the steam 
railroad or interurban service, then, perhaps, a rate com- 
mensurate with the increased investment and bettered service 
would have to be allowed, but the length of haul by each form 
of transportation would be divided in the proportion that best 
suits the relative cost of each. On the other hand, should motor 
transportation be furnished by a competing company, the motor 
transportation will seek to maintain even longer hauls than 
they can economically and the public in the end would suffer. 
In either instance, the public is entitled to the most convenient 
and modern service the progress of the art of transportation 
affords.” 


The commission may well have care, it states, that such 
conveniences operate only for the benefit of a few and that the 
greater bulk of railroad patrons not have their service curtailed. 
The evidence is stated to show that destruction and congestion 
of the state roads has been brought about by this service. 


While undoubtedly the hard road system of tthe state such 
freight as is ordinarily incident to a highway and the communi- 
ties adjacent, this Commission does not believe it to -be in the 
interest of the public ........ that freight heretofore carried 
by railroads and interurbans be congested on these highways in 
heavy freight trucks to the detriment of the business of the rail- 
roads and interurbans, the injury of the roads and the incon- 
venience of all other traffic on the hard roads except the trucks. 


The carriers, the commission continues, must maintain the 
same service and overhead expense in the face of business taken 
by the trucks. Where the policy of the state allows motor trans- 
portation of freight on hauls under fifty miles it must result in 
increased rates on the remaining traffic which the railroad must 
handle. 


It appears to this Commission that the field of-the freight 
motor truck is in conjuction with present transportation facili- 
ties, rendering its service more convenient to both shipper and 
consignee where railroads are already serving communities, rather 
than as a separate operating unit competing with the railroad 
companies and congesting main artery hard roads with unneces- 
sary traffic. The uncontradicted evidence in this case indicates 
that if transportation from large municipalities is taken from the 
railroads and congested upon the hard roads, these improved 
highways will be destroyed much sooner than if they carry only 
such freight as is ordinarily incident thereto. 


If the substitution of motor transport were allowed, the 
commission says, then, when the roads were destroyed, thé 
truck companies could no longer operate and communities in- 
volved would be left without adequate transportation. 

“One railroad terminal in each large community does not 
seem to serve the public convenience and necessity,’ the com- 
mission says, adding that the railroads must solve the problem 
of transportation to and from terminals such as exist in Chicago 
if they are to continue to occupy the field exclusively. 

An investigation of the costs of motor transport was at- 
tempted but yielded unsatisfactory results. “The evidence in 
this case does not indicate,” the commission says, “that any 
permanent decrease in transportation rates, considering all the 
elements involved, can be expected from motor transportation.” 

A large proportion of the business handled by truck, as 
shown by this case, the commission says, could as well or better 
be handled by the railroads if they would supply direct truck- 
ing service, and the public interest would best be served by 
improvement of the present facilities. 


SANTA FE BUYS VESSEL 


The Atchison, Topeka & Santa Fe Railway Company has 
bought from the Shipping Board the Basford, a steel ocean- 
type oil-burner tug of 429 gross tons. Officials of the board 
said they understood the tug would be used by the Santa Fe 
in harbors on the Pacific coast. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 







~ 


LOSS OF OR INJURY TO GOODS 
Letter Requesting That Goods Be Traced Held Not a Claim for 

Loss, Required to Be Filed Within Six Months: 

(Supreme Court, New York County.) Under a bill of lading 
requiring claim for compensation for lost goods to be filed 
within six months after reasonable time for delivery, shipper’s 
letter, notifying carrier’s freight agent of the non-delivery of 
the goods, and asking carrier to trace them, does not constitute 
a written claim for payment therefor, which would support an 
action against the carrier.—Browning, King & Co. vs. Davis, 
Director-General of Railroads, 199 N. Y. S. 775. 

Carirer Cannot Waive Requirement of Bill of Lading That Claim 
for Loss Be Filed Within Six Months: 

A carrier cannot waive the provision of a bill of lading 
requiring claims for loss of goods to be filed within six months 
after a reasonable time for delivery.—Ibid. 

Provision of Receipt That Goods Should Be Transported Only 

Over Carrier’s Lines Held Not Violated: 

(Supreme Court, Appellate Term, First Department.) A 
provision of receipt requiring carrier to transport freight only 
over its own lines was not violated by carrier in hiring a truck 
and chauffeur, according to its usual custom, for transporting 
merchandise received from its customers, and it was therefore 
entitled to the benefit of an agreed limitation of 50 cents per 
pound for goods lost—John H. Goetze & Co. vs. Beam’s Own, 
Ine., 199 N. Y. S. 790. 

CARRIAGE OF LIVE STOCK 
Carrier Forbidden to Issue Any Except Through Bill of Lading 
for Interstate Shipment: 

(Commission of Appeals of Texas, Section A.) Under the 
Carmack act and the Cummins amendment (U. S. Comp. St., 
sec. 8604a), interstate transportation implies an interstate or 
through bill of lading, and if the initial carrier issue any other 
kind, with the intention to limit its responsibility for the entire 
loss or damage to a shipment of live stock, such bill is unlawful 
and void.— Gulf, C. & S. F. Ry. Co. vs. Hines et al., 250 S. W. 
Rep. 1013. 

Cummins Amendment to Carmack Act Held to Require Through 

Bill of Lading for Interstate Shipment: 

The Cummins amendment to the Carmack act (U S. Comp. 
St., sec. 8604a), requiring through bills of lading for interstate 
shipments, and making the initial carrier liable for negligence 
of connecting lines, does not, by the use of the words “when 
transported on a through bill-of lading,’ authorize any other 
bill of lading for such a shipment, but is used to designate the 
a of contract which the initial carrier is required to make.— 

id. 


Bill of Lading for Interstate Shipment Held to Be a Through: 

Bill of Lading: 

A bill of lading issued by an initial carrier for a shipment 
of cattle, reciting the name of the carrier, that of the shipper, 
the route of the shipment, the consignee, and that the charges 
were fixed by established and published tariffs and rules, held 
a through bill of lading, within the Cummins amendment to the 
Carmack act (U. S.. Comp. St., sec. 8604a), notwithstanding it 
—— to limit liability of the initial carrier to its own lines. 
—Ibid. 

Bills of Lading Issued by Connecting Carriers Held Without 

Consideration. and Void: 

Where the initial carrier, in the bill of lading for an inter- 
State shipment of cattle, attempted to limit liability to its 
own lines, and the connecting carriers issued similar bills of 
lading, such bills of lading issued by the connecting carrier 
were without consideration and void, the initial carrier being 
required to issue a through bill of lading under the Cummins 
— to the Carmack act (U. S. Comp. St., sec. 8604a).— 

id. 
In Case of Reasonable Doubt, Construction of Bill of Lading 

Should Be Resolved Against Carrier: 

‘ If there be any reasonable doubt as to the proper construc- 

— = a bill of lading, it should be resolved against the carrier. 

Amount of Damage to Live Stock, Caused by Poor Condition 
when Shipped, Held for Jury: 

In an action for damages to a shipment of live stock, evi- 
dence held to sustain a finding that injury was caused by the 
acts of the carrier, the issue as to what part of damages was 
due to the condition of the cattle when shipped being one for 
the jury.—Ibid. 

In Absence of Request, It Will Be Presumed That Court Made 

Necessary and Proper Findings to Sustain Its Judgment: 

In an action against a carrier for injuries to live stock 
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during transit, where it appeared that some of the cattle were 
killed, but there was no specific finding of the jury as to the 
number of cattle killed, nor that the negligence of the carriers 
was the proximate cause of the loss and damage, nor that 
there was any request for such findings, but there was evidence 
to warrant such findings, it will be presumed that the court 
made the necessary and proper findings.—Ibid. 

Bill of Lading for Interstate Shipment of Carriers Held Through 

Bill of Lading: 

(Commission of Appeals of Texas, Section A.) A bill of 
lading covering an interstate shipment of cattle, signed by the 
carrier, and connecting carriers, and providing for a through 
rate, held a through bill of lading, under the federal statute 
making the initial carrier liable for the full amount of loss and 
damage caused by it or its conaecting carrier.—Gulf, C. & S. F. 
Ry. Co. vs. Morris, 250 S. W. Rep. 1017. 

Failure to Limit Damages to Specific Acts or Negligence Charged 

Held Not Reversible Error: 

In an action for damages to an interstate shipment of cattle, 
where part of the damage was caused by the dipping of the 
cattle before shipment, the fact that the jury, in determining 
negligence and in fixing the damages, were not confined to the 
specific acts and negligence alleged in the petition, was not 
reversible error, where there was no testimony that the injury 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the sitions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 i line, 
minimum charge $3.00; succeedi insertions, per line, 50c; rd 
to the ine; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. The T Cc 
WORLD, 418 South Market Street, Chicago, Ill. 


POSITION WANTED—As traffic manager or assistant with in- 
dustrial or manufacturing concern; married man, 32 years of age. 
Ten years’ railway and six years’ industrial traffic experience. At 
present employed assistant traffic manager large manufacturing com- 
pany. Address T. E. J., Traffic World, Chicago. 














POSITION WANTED—Traffic man, eight years’ railroad and com- 
mercial traffic experience, desires position as traffic manager, com- 
mercial agent or other traffic executive position. Can furnish best 
references. Address A, H. D., Traffic World, Chicago. 


Merchandise Storage and Pool Car 
ciagsndkone ces Distribution 


2,000 CAR LOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 







Break-Bulk at Cincinnati 


"USE US TO: Forward Break-Bulk Shipments; Make 
Local Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We're up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 





Petry Express & Storage Co. Ine. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 
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to the cattle was caused by anything except the acts complained 
of in the petition.—Ibid. 
Admission of Incompetent Evidence as to Value Not Reversible 
Error, Where Verdict Awarded a Less Sum: 
In action for damages to a shipment of live stock, evidence 
by a witness as to the market value of the cattle, held not re- 
versible error, even if inadmissible, where the jury fixed the 


value of the cattle at less than the amount fixed by such testi- 
mony.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 
Consignor Held Primarily Liable for Freight: 

(Supreme Court of South Carolina.) Consignor with whom 
the contract of shipment is made is primarily liable for the 
payment of freight charges, whether he is owner of the goods 
or not.—Davis, Agent, vs. Allen et al., 117 S. E. Rep. 547. 
Contract on Consignee’s Part to Pay Freight Not Implied from 

Designation as Consignee: 

In the absence of an acceptance of the goods by consignee 
or of other facts tending to prove that the ownership and jus 
disponendi is in consignee, a contract on consignee’s part to 
pay carrier’s charges may not be implied from the mere pre- 
sumption of ownership arising from his designation by shipper 
as consignee.—Ibid. 

Acceptance of Freight Obligates Consignee to Pay Charges: 

A contract to pay carrier’s charges will ordinarily be im- 
plied from consignee’s acceptance of the freight.—Ibid. 
Consignee Countermanding Order and Refusing Goods Not 

Liable for Demurrage: 

Where the only evidence that shipper had any authority to 
ship is a telegram sent by consignee purporting to countermand 
the order, shipper wired consignee to “unload the car and send 
me what you think is right,” and consignee refused the ship- 
ment, consignee is not liable for demurrage.—lIbid. 

Consignee Countermanding Order Before Carrier Secured Con- 
trol of Goods Not Liable for Demurrage: 

Where consignee countermanded the order on November 15, 
carrier did not secure control of goods until November 20, bill 
of lading was not issued until November 20, and consignee 
refused the goods, consignee was not liable for demurrage.— 
Ibid. 

Allowance of Switching Charge to Shipper, Who Did Switching 

Over Another Railroad, Is Legitimate: 

(Circuit Court of Appeals, Fifth Circuit.) An allowance by 
a railway company to a shipper of a switching charge for 
switching done by the shipper, which barely covered the cost 
of the service rendered, was legitimate and proper, and the 
fact that the shipper, in rendering such service, used the track 
of another railroad company, which he had acquired the right 
to use, insteal of building a spur track of his own, does not 
affect the legitimacy of the charge—Texas & P. Ry. Co. et al. 
vs. Thompson, 288 F. Rep. 167. : 
Receivers, Attacking Allowance Because Not Filed with Inter- 

state Commerce Commission, Must Prove Commerce Was 

Interstate: 

Where receivers of a railway company opposed an allow- 
ance to a shipper of switching charges for switching done by 
him as agreed to by the carrier, on the ground that no tariff 
covering the same had been filed with the Interstate Commerce 
Commission, the burden is on the receivers to show that the 
traffic with respect to which the charge was claimed was. inter- 
state commerce.—Ibid. 

Reasonable Allowance for Switching Charges for Intrastate Ship- 
ments Held Valid: 

Since there is no requirement in the Constitution or laws of 
Louisiana that an agreement for allowance of switching charges 
to a shipper must be filed with the state Public Service Com- 
mission, a reasonable allowance for such services under an 
agreement by the carrier is proper, and can be enforced against 
the receivers of the carrier, where there was no proof that any 
of the business for which the allowance was claimed was inter- 
state in character, and there was prooof that substantially all 
of the shipper’s business was intrastate.—Ibid. 


E. J. & E. BOND ISSUE 

The Elgin, Joliet & Eastern Railway Company has applied 
to the Commission for authority to issue $2,000,000 of 5 per 
cent equipment trust bonds in connection with the acquisition 
of equipment costing $3,063,990. The equipment to be acquired 
consists of 500 steel underframe gondola cars, 300 all-steel 
side dump cars, and 15 Mikado engines. The United States 
Steel Corporation will buy the bonds at par and accrued in- 
terest. 
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. BARGE LINE RATES 


The Trafic World Washington Bureau 


As head of the Mississippi Barge Line and, therefore, nom- 
inally in control of rates made by it, Secretary Weeks has 
declined to grant a prayer of the Galveston Commercial Asso- 
ciation for a joint hearing before the Interstate Commerce Com- 
mission and representatives of the War Department respecting 
“all agreements between the barge lines and its connections 
affecting foreign commerce shipped from or to the west.” The 
Galveston organization requested such a hearing because, it 
contended, that the joint rail-and-barge rate of 25 cents on wheat 
and flour, for export, from Omaha, South Omaha and Council 
Bluffs (Hough’s I. C. C. 110), via New Orleans, constituted an 
undue preference for one of the ports, all of which theretofore 
had been equalized, to the hurt of Galveston and other ports, to 
which the all-rail rate continues at 31.5 cents. The Galveston 
association asked to have the joint hearing to the end that “all 
interested parties, railroads, communities and shippers or re- 
ceivers of freight, be given the opportunity of presenting testi- 
mony and argument in support of or against the said agree- 
ments.” 


In answer to the prayer for a hearing Secretary Weeks said: 


In reply, I beg to inform you that compliance with any such 
request would so hopelessly entangle the operations of the barge 
line as to absolutely defeat its object, that is—its demonstration, 
as a private transportation agency, that water transportation is 
necessary, economical, feasible and of great public value. 

You are doubtless aware of the fact that when the Miss- 
issippi-Warrior Service filed its petition before the Interstate 
Commerce Commission in October, 1920, it required until Feb- 
uary, 1923, to get an answer to the prayer of the Mississippi- 
Warrior Service, and when the answer was received, it was only 
in the form ot general principles to govern the Inland and 


os grag Waterways Service in its negotiations with the rail- 
roads. - 


The subject on which the Galveston interests asked for the 
joint hearing was brought to the attention of Commissioner 
Eastman and the War Department by interested railroads, other 
than the Illinois Central, as set forth in The Traffic World, May 
19, p. 1210. The Galveston organization went direct to the head 
of the War Department, with the result before set forth— 
namely, rejection of the prayer for a hearing on the ground 
that a hearing would so entangle the operations of the barge 
line as absolutely to defeat its object, and the further ground 
that when the barge line asked the Commission to establish 
joint rates, the Commission took more than two years to give 
an answer, although not so long to give a hearing. 


Galveston, in its position, said it has an interest in the sub- 
ject and desired to “lodge a protest against the establishment of 
preferential joint rail-barge rates on foreign commerce moving 
from and to the territories west of the Mississippi River via 
New Orleans, La.” In support of its protest and as reason for 
the desired joint hearing, the Galveston association called atten- 
tion to the fact that under existing railroad tariffs all Gulf 
ports, New Orleans and west, were equalized on traffic origi- 
nating in Oklahoma, Kansas, Nebraska, Colorado, the Dakotas 
and parts of Missouri, Iowa and Minnesota; that the equaliza- 
tion, extended to most other commodities as well, was induced 
by carrier competition; that in most cases the distances by 
rail between the western producing points and New Orleans, 
via the Mississippi River crossings was greater than the dis- 
tance through the interior junctions west of the river; that in 
nearly all instances the distances by rail from the equalized 
territory to the Texas ports was less than the distance via 
either the direct routes or the river crossing routes to New 
Orleans; that from many points in Oklahoma, Kansas and Colo- 
rado the distance by rail, to the Mississippi River crossings, was 
equal or exceeded the rail distances to the Texas ports; that 
any differential employed in making joint rail-barge rates from 
the western producing territories to New Orleans, would set a 
corresponding differential against the Texas ports; that in the 
so-called barge line case, I. C. C. docket No.'13290, no effort had 
been made to justify the proposed preferential joint rail-barge 
rates on the grounds of economical transportation, but, on the 
contrary, representatives of the barge lines sought to justify 
their proposals on a pleading that slow, break-bulk, less valua- 
ble and altogether inferior service had to be rewarded for its 
natural disabilities with a system of rates designed to attract 
traffic from superior channels of transportation; and that in 
the barge line case the petitioner had opposed the proposals 
of the barge line on the following grounds: That no agency 
of transportation was entitled to preferential treatment in the 
matter of rates unless the use of the facilities offered effected 
actual economy in the through transportation of freight between 
origin and destination; that the saving in transportation costs, 
if any there were, effected by the barges between the river 
cities should not necessarily be reflected in the through joint 
raildbarge rates in the form of a fixed differential on all traffic 
that could be routed so as to pass over a given stretch of river; 
that the barges have no greater right or claim to, competitive 
traffic than all-rail routes unless the joint routes embracing 
barge hauls are the most economical ones; and that the barges, 
in conjunction with rail connections have no moral or legal 
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PORT HOUSTON’S SHIPSIDE WAREHOUSE 


INTERIOR; VIEW; SHOWING A PART OF COFFEE CARGO 

120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; sprinkler system; 
electric conveyor trucks and stacker; 72 cars, private tracks. 

Quick out bound rail and water service; very low insurance rate. 

MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. 

WE CALL SPECIAL ATTENTION to our facilities for handling, storing and distributing full and part cargoes of 
coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 
automobiles and steel products. 

Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 

We offer our efficient and reliable service, backed by years of experience in the warehouse business. 


BINYON SHIPSIDE WAREHOUSE C0., INC., HOUSTON, TEXAS 


THE PORT OF HOUSTON 


WHERE SEVENTEEN RAILROADS MEET THE SEA 
The Funnel Through Which Pours the Traffic of the Great Southwest 


During the next year 
six new wharves and 
a million bushel 


The enormous in- 
crease in tonnage 


through the Port of 
Houston has made it 
necessary to increase 
the facilities. 


Houston is ready at 
all times to take care 
of the increase in 
tonnage. 


grain elevator will be 
added to her present 
facilities. 


More wharves to be 
constructed when 
needed. 


Our motto is “‘Quick 
dispatch to both ship 
and shipper.” 


If Service is Your Motto, Direct Your Shipments via Houston 


Tariffs and Particulars Mailed on Request 


DIRECTOR OF THE PORT, Fifth Floor Court House, Houston, Texas 








28 THE TRAFFIC WORLD 


right to foist upon persons, localities or the public at large a 
system of rates that will run afoul of every principle of law 


unless the all-rail structure is radically readjusted to harmonize 
with the rail-barge rate structure. : . 

The whole subject of the powers of the Commission, the 
rights and duties of the railroads in connection with the barge 
line and the bearing of the reduction in the joint rate on wheat 
from Missouri River points to New Orleans, for export, was 
discussed in the petition of the Galveston Commercial Associa- 
tion by H. B. Cummins, assistant traffic manager. He said: 


(a) Having failed in its effort to induce the Interstate 
Commerce Commission to issue an order requiring the railroads 
of the country to establish joint through routes with the barge 
lines between all points where a rail line running parallel to 
the rivers is a participant and through joint preferential rates 
over such routes the barge lines are now presumably engaged 
in carrying out the suggestion of the Interstate Commerce Com- 
mission that the barge management and the railroads enter 
into joint conferences for settlement of their difficulties. It is the 
understanding of your petitioner that the Federal Barge Line 
Tariff No. 64-I W. M. Hough’s ICC No. 110, which publishes 
through joint rail-barge rates on wheat and wheat flour, carloads, 
from Omaha, South Omaha and Council Bluffs to New Orleans, 
Louisiana, for export, was agreed to in conference between the 
Illinois Central Railroad Company and the Barge Line Manage- 
ment, and that the Interstate Commerce Commission has ac- 
cepted this tariff. 

(b) Whether our understanding is correct or incorrect it 
is a fact that the tariff referred to is now in force and the Port 
of New Orleans now enjoys a through joint export rate 6% cents 
per 100 pounds less than the current rate to Galveston and the 
other Texas Ports. It is, therefore, logical to assume that the 
Texas Ports and the railroads serving these ports will not handle 
any of the export grain traffic moving through the elevators at 
Omaha, ete. It is likewise logical to assume that the all-rail 
routes serving New Orleans will handle only such portions of the 


= export movement that the barges are unable to accommo- 
ate, 


(c) Whether or not the recently established Omaha to New 
Orleans rail-barge, preferential rate on grain is justifiable has 
not been domonstrated. The problem for the future is—to what 
extent may the rail routes leading to river ports be permitted to 
extend the principle of rate making agreed to between the 
Illinois Central and the barge management in the Omaha case? 

_ (d) In view of the fact that the Interstate Commerce Com- 
mission is not clothed with power to prescribe the minimum 
rate over a joint route comprised in part by a water carrier, it 
is apparent that the only limitations on rate agreements between 
the railroads and the barges are the several provisions of the 
law pertaining to unjust discrimination and undue preference or 
prejudice. But, how would these provisions of the law afford 
any protection to the Texas Ports so long as the barge line 
confines its joint routes to rail carriers that do not directly or 
indirectly serve the Texas Ports? 

(e) Should a railroad that has rails or connecting rails 
serving both the Texas Ports and Mississippi River Ports perfect 
an arrangement with the barge line to establish preferential 
joint, rail-barge rates from Oklahoma, Kansas, Nebraska Col- 
orado or New Mexico to New Orleans, Louisiana, based dif- 
ferentially under the rates to Texas Ports, what would be the 
remedy for removal of unjust discrimination and undue pre- 
judice against the Texas Ports should such conditions be found to 
exist? It is apparent that the only remedy would be a reduction 
in the all-rail rates to the Texas Ports if the rail carrier and 
the barge line insist on maintaining their preferential, joint 
rate to New Orleans. Being faged with a condition similar to 
that outlined in this paragraph what could the all-rail routes 
serving New Orleans do to protect their interests? These ques- 
tions answer themselves—there would be a general rate reduc- 
tion all the way around and all parties- weuld find themselves 


oe right where they started but, with a lower level of 
rates. 


(f) There may be differences of opinion as to the power of 
the Commission to prescribe minimum rates, but, one thing is 
certain, and that is—when the Commission undertakes to fix a 
joint rate over a joint rail-barge route it must call it a rea- 
sonable, maximum rate, and when an agreed rate (agreed to 
between a railroad and the barge management) is established 
it is only necessary for the proponents to call it a minimum 
rate and show that the agreed rate is lower than any existing 
rate. In other words the Interstate Commerce Commission can 
reduce joint rail-barge rates to a reasonable maximum, but can 
not, even to remove unjust discrimination undue preference, or 
prejudice increases any joint rate the barge line and the rail 
connections elect to establish and maintain. It is, therefore, 
proper to say that the War Department.has the final say as to 
what the minimum joint rail-barge rate shall be, and certainly there 
is &@ moral obligation on the War Department to co-operate with 
the federal and state railway regulating bodies to whatever ex- 
tent is necessary to preserve fair and unhampered competition 
between the several ports and prevent wasteful competition and 
unnecessary shrinkage of rail carrier revenues. 

(g) The policy of the Congress to foster and preserve in 
full vigor both rail and water transportation as evpressel in 
section 500 of the Transportation Act 1920 is certainly broad 
enough in its scope to be construed as meaning that all ports 
and port facilities engaged in handling domestic or foreign 
commerce as necessary links between rail and water carriers 
are to be preserved in full vigor and given a reasonable and 
fair opportunity to handle a fair portion of the traffic. 

The very existence of the several ports on the Texas Coast 
depends on the volume of foreign commerce moving from and 
to points west of the Mississippi River. It, therefore, seems 
illogical to assume that the Congress would with one hand ap- 
propriate large sums of money for the development and main- 
tenance of harbor projects along the Texas Coast and with 
the other hand take away from the Texas Ports and turn 
through New Orleans, simply to give the barges a haul up or 
down the river, the tonnage that is necessary to make the 
Texas Ports going concerns, 

(h) Regardless of the construction that the interested 
parties may place on the decision of the Interstate Commerce 
Commission in_ the barge line case; ICC Docket No. 13290, it is 
apparent the Commission recognized that the proposals of the 
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complainant would disrupt established relationships of long 
standing between the ports and materially alter the channels 
of foreign commerce. (77 ICC p. 363). ‘While it is true that the 
Commission stated in general terms the limits to which the rail 
lines might not be required to go in establishing through joint 
routes and preferential, joint, maximum rates in connection 
with the barge line, still there is nothing in the decision that 
would restrain and nothing in the law that would prohibit 
agreed joint routes and rates i.e. routes and rates agreed to 
by the barge line and its rail connections. 

It is therefore apparent that a given railroad, which has a 
selfish interest in particular traffic and ports can, by mutual 
agreement with the barge line, establish rates, rules, regulations 
and practices designed to further the selfish interests of persons, 
localities and descriptions of traffic. It is likewise apparent that 
such discriminatory practices can only be remedied by general 
reductions in rail rates or by just and reasonable restraint placed 
on the management of the barge lines by the War Department. 

(i) Inasmuch as the port to port rates of the barge line 
are not within the jurisdiction of the Interstate Commerce Com- 
mission the barge management is free to establish whatever rate 
it deems necessary to attract the traffic. Where through joint 
rail rates between the west and New Orleans make on river 
ports combinations, it is possible for the barges to control 
largely the rate situation by changing its port to port factors 
to suit its particular needs. This situation is illustrated by the 
rate adjustment on grain from the Missouri River markets to 
the several Gulf Ports.- As previously stated the rail rate from 
Omaha to the Gulf ‘Ports, on export grain is 31% cents per 
ewt., the rate to New Orleans being made on the St. Louis, 
Missouri combination, Prior to the recent reduction in the barge 
line line port to port rate (see Barge Line Tariff No. 12-L) the 
rate from Omaha to New Orleans via rail, St. Louis, Mo., thence 
barge was 27,9 cents per cwt. or 3.6 cents per cwt. less than 
the all-rail rate to New Orleans and all Gulf Ports west thereof. 
Now that the port to port rate has been reduced from 14.4 cents 
to 11% cents per cwt. the differential against all-rail movement 
through New Orleans and the other Gulf Ports is 164% cents per 
cewt. or practically 4 cents per bushel. 

We do not question the legal right of the barge manage- 
ment to fix the port to port rates in a manner calculated to at- 
tract traffic from territories beyond the banks of the streams that 
can be economically and efficiently served. But, we do assert 
that the barges have no moral right to juggle their rates in a 
manner that will result in serious injury to other carriers and 
communities or ports served by other carriers. : 

(j) Certainly it will not in the long run do the barge line 
and those railroads that see fit to join it any good to make 
radical changes in the rates on foreign commerce to and from 
New Orleans if the all-rail routes are permitted to make rates 
to other ports designed to meet actual and active competition. 
Therefore, some just and equitable plane of rate making de- 
signed to conserve the revenues of both the rail and water 
carriers should be adopted. It is elemental that one carrier 
should not enjoy immunity from restrictions and prohibitions 
imposed on another by statutes. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of eleven lines of fruits and vegetables in the 
week ended June 30 totaled 12,658 cars as against 11,483 cars 
in the preceding week, according to the weekly report of the 
Bureau of Agricultural. Economics of the Department of Agri- 
culture. The totals from the weekly summary of carlot shij* 
ments follow: 


Totals for week and season are regularly subject to revision 
because of the receipt of late and corrected reports from the 
railroads. Asterisks (*) placed at commodity totals indicate 
that such changes have been made for one or more of the states 
in that group. 


Total Total 
this last 
‘e June June June 25 season season Total 
24-30 17-23 Julyl to to last 
1923 1923 1922 June 30 July1 season 
Apples (old crop)— ae 
at tein aie . 14 54 * 111,001 88,288 88,288 
Apples (new crop)— 
PP rotal tae we ” 91 18 471 121 874 111,001 
Cabbage— a 
Ae 255 440* 259 12,453* 16,700 40,877 
Cantaloupes— ; 
... | 2,437 3,241 3,883 10,418 11,015 30,137 
Lettuce— ; 
ee 368 389 336 18,612 15,528* 22,031* 
Mixed Vegetables— 
co) 318, 424 297 11,224 8,468 19,775* 
Onions— 
Fotal “iu... 215 145* 237 4,146* 6,425 29,362 
Peaches— 
SS eae 929°%* 206 1,323 2,244 4,108 38,318 
Strawberries— 
FONG! sacs. 295 475 125 $7,321 18,645 18,716 
Tomatoes— 
ME sic vee. a8 877 _ 1,221 635 13,392 15,917* 26,499* 
Watermelons— . 
: | RE 2,557 885 3,889 5,744 19,146 47,070 
White Potatoes— 
1923 Crop 
OEE us ore as ,914 2,997 4,588 20,534 29,398 247,684 
1922 Crop— 
| PARE 391 1,022 222 247,684 238,239 238,239 


*Includes all delayed and corrected reports received to date. 


PETITIONS FOR REHEARING, ETC 

The Commission is in receipt of a petition filed by the 
Wharton & Northern Railroad Company asking for the recon- 
sideration and further hearing of No. 12497, United States of 
America vs. Director-General, B. & O. R. R. et al. The peti- 
tioner alleges that the Commission erred in employing its pre- 
war arbitraries as a basis for the future class rate scale and 
also in holding that no material inconvenience is; shown to 
have resulted from the application of combination rates, 
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Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Building, 223 Erie St, Buffalo, N. Y. 





W. J. CONNERS, SHERMAN J. SEXTON, 
of Board ice- 
ee Buffalo, N.Y. 
J. C. EVANS, President, R. M. RUSSEL 
' Buffalo, N. Y and eas, . 
W. J. CONNERS, Jr. uffalo, N.Y. 
First Vice-President, J. F. CONDON, 
Buffalo, N. Y. General Poon Agent, 
si eas Ww. R. EVANS, Aaditor, 
Buffalo, N. Y. Buffalo, N.Y. 
. C. ANDREW J. F. TREBLE, 
. Vice Precidest.” Freight Claim ‘et 
Buffalo, N. Y. Buffalo, N. Y. 
S. NOBLE, F. A. STANLEY, .C. WILLIAMS, 
Hs. Preckdont, Freight Traffic Manager, General Manager and 
Buffalo, N. Y. Buffalo, N. Y. General Western Arent, 


FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, Ill; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. ° 


Through rates are also in effect from Youngstown, 0.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 
SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care Great 
Lakes Transit Corporation.” 


Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 


AGENCIES 
n, Mass.—539 Old South Building. Milwaukee, Wis.—19 West Water Bt. 
a L. Stuart, New England Agent. ~v. me, General t. 
Buffalo, N. Ys pr . F ee Mioene, Minn.—1120 Metropolitan 
op rt A : Elliott, General t. 


é Mengner, a. Ww. J. 
Chicago, oe East North Water St. oe York, N. Y.—299 B: way 
J. Hogan 


. ding). 
nd, O.—Lake Front, Foot Ninth W. B. Riddle, General t. 
or N. W. Philadelphia, Pa.—452 The bourse. 
M. 8S. Mead, General Agent. A a eral Agent. 
Detroit, Mich.—Foot of Cass Street. eae Ag Pa.—1826 Oliver Building. 
P. B. Bourke, General . Williams, General Agent. 
Duluth, Minn.—Palladio — St. Paul, Minn.—315 Pioneer Building. 
Geo. C. Williams, General Western RB. General Agent. 
Agent. ee ‘ cont Marle, Mich.—Kemp’s Dock. 
Erle, Pa.—Foot olland Street. Kline, 
J. HB. Bryan, General Agent. Washington, D. C.—326 Mills Building. 
Houghton, Mich.—44 Isle Royale St. L, Agnew Myers, Agent. 
CG. O. Berglund, General Agent. 
Cruise the Great Lakes this summer on the 


Great Lakes Transit Corporation 


Steel Steamers 
TIONESTA JUNIATA OCTORARA 


“The World’s Finest Cruise’’ hi 
Orchestra Dancing 
Ask Anyone Who Has Made the Trip 


THE TRAFFIC WORLD 



















Soler Services with 
Hamburg-American Line 

NEW YORK TO HAMBURG 

; TPHALIA a are July 10 tALBERT BALLIN .. July 26 





eeoeeeeeJSuly 19 TRESOLUTE .......... Aug. 
$RELIANCE ........... ‘uly 24 ne nn AE eee Aug. 9 


ug. 
*3rd Class Passengers.. ¢Cabin and 3rd Class Passengers. 
¢ Ist, 2nd and 3rd Class Passengers. 

BOSTON TO BREMEN AND HAMBURG 
FURST BULOW (via Baltimore and Norfolk) 
RHEINLAND (via Baltimore & Norfolk)................. July 28 

PHILADELPHIA TO BREMEN AND HAMBURG 
EMDEN (via Baltimore and Norfolk).................... Aug. 11 
FURST BULOW (via Baltimore and Norfolk)........... Sept. 15 


BALTIMORE TO BREMEN AND HAMBURG 
FURST BULOW (via Norfolk) 


DARA EWCEOs ee came ss-6ele4eseaee July 20 
MPEMETUEAAND § (OIE DUGUMOUE) 5 ook nc bec vc scviccccccseccons y toon 9 
ES CPN <TD 6 os aig oss Ek wnicsre were Doeidcan ech Aug. 21 
BRASILIA (via Norfolk) 


Sst astidie eniibileaina ie a wi ay clon, bueinGiciadene Sept. 6 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 


BRAGILAA  .occccsccess July 11 RHEINLAND ......... Aug. 11 

wer Se vece July 23 REE Aug. 23 
W ORLEANS TO BREMEN AND H 

WESTERW ALD mg 


SACHSENWALD o, SDDS OV tksrce Last Half of July 


ae ey ye ae Last Half of August 
ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 


PORTS TO NORTHERN EUROPEAN PORTS 
Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 


BRANCH OFFICE: BALTIMORE, Maryland Casualty T. ° 
A GEIUE sualty Tower Bldg. 


BORTO csccdcvce American-Hawaiian 8. S. Co., 40 Central Street 


PHILADELPHIA...... American-Hawaiian 8. 8. Co., Bourse Bldg. 
NEW ORLEANS..........0.0.5.0. Sicbesiothesa ‘ 
et ae Wet ook toe 


.-Trosdal, Plant 
GENERAL PACIFIC COAST AGENTS: aS Senate 


SAN FRANCISCO.......Williams, Dimond & Co., 310 Sansome St. 








AMERICAN-HAWAIAN S.S. Co. 


Intercoastal Services 


To Los Angeles, San Francisco, Portland, 
Seattle and Tacoma 


NEW YORK—WEEKLY 


BOSTON—WEEKLY 
MISSOURIAN ......... July 12 OHIOAN .............. July 14 
OHIOAN .............. July 19 MINNESOTAN ........ y 21 
MINNESOTAN ........ July 26 PENNSYLVANIAN ... July 28 
PENNSYLVANIAN ...Aug. 2 CALIFORNIAN ....... Aug. 4 
CALIFORNIAN ....... Aug. 9 KENTUCKIAN _...._. Aug. 11 
KENTUCKIAN ........ Aug. 16 
alii atin were 20 yeah earaee 

ee eeeeees NEBRASKAN ......... July 15 
MEXICAN ........0+. Aug. 3 WEXICAN ............ July 29 
AMERICAN ........... Aug. 17 AMERICAN ........... Aug. 12 

CHARLESTON 
SAVANNAH 
NEBRASKAN ......... July 24 GEORGIAN ........... July 11 
MOBILE NEW ORLEANS 

Wibieeee 3.555... a6 tJuly 8 ee eee tJuly 15 


(tLast Sailing) 


Through bills of lading, via Los Angeles te San Diego, via San 
Francisco to Oakland, Stockton, Sacramento, Cal.; and te Hono- 
lulu, Hilo, Kahului and Port Allen, Hawaiian Islands. 





General Offices: 8 BRIDGE ST., New York 


BRANCH OFFICES: 
BOSTON.....40 Central Street PITTSBURGH......Oliver Bldg. 
PHILADELPHIA. .Bourse Bldg. ROCHESTER...Commerce Bldg. 


AGENTS: 
BALTIMORE........ United Am. Lines, Md. Casualty Tower Bldg. 
CHARLESTON  ......cccccccccacs ciinnh netic. Street Bros. 
CHICAGO ........United American Lines, 327 South La Salle St. 
MOBILE........... Vebobecuccwuds betbes eoccccccces Page & Jones 
NEW ORLEANSB.......cccccccceccsccccccceccss  michard Meyer 
SAVANNAH.......... weeresecccccccccecscccesMas J. Hogan & Ce. 


GENERAL PACIFIC COAST AGENTS: 
Williams, Dimond & Co., 310 Sansome St., San Francisco 








THE TRAFFIC WORLD 





Vol. XXXII, No. 1 


Traffic Lesson No. 40 


Freight Routing—Fortieth in the Course of Fifty-two Lessons Written by Grover G. Huebner, 
Ph.D., Professor of Transportation and Commerce, University of Pennsylvania* 


Freight routing has reference to the specific written instruc- 
tions issued by shippers to carriers designating the route over 
which a particular shipment shall be transported by the carrier, 
as well as the selection of connecting lines by the carrier 
which is to originate the movement. Numerous transportation 
routes, with varying rates and services, are available between 
points of shipment and destination, and for this reason the 
routing of freight is frequently important to shippers and car- 
riers alike. The selection of one initial carrier rather than 
another, rail-and-water route rather than all-rail, standard rather 
than differential route or vice versa is only the beginning 
point—routing consists in the directions given to such carrier 
as to intermediate and delivering carrier and, in some instances, 
junction points by which freight is to move. The most eco- 
nomical and dependable routes can be learned best by actual 
experience in shipping, but expermenting is costly. Knowledge 
of rates, the rights of carriers and shippers under the law and 
as interpreted by the rulings of the Interstate Commerce Com- 
mission are very necessary to efficient routing. 

In the past, the determination of routes, after the shipper 
had delivered his freight to a particular carrier, rested with 
the railroad company. So long as the property was carried 
with reasonable dispatch over the line of the carrier and the 
connecting line selected by it, and was delivered at the des- 
tination provided for in the bill of lading, the contract of trans- 
portation was fulfilled and the shipper had no control over the 
disposition, between lines, of the freight haul. Later, however, 
routing powers have been the subject of legislation and rulings, 
and the extent of the authority of the three parties interested 
in the transportation of property—the carriers, the shipper and 
the Interstate Commerce Commission—have been defined by 
law. The carriers have continued to be routing authorities in 
some instances, but their powers in this respect have been 
greatly curtailed by the interstate commerce act, as amended. 


The Shipper’s Rights in Routing 


The shipper or owner of the goods, of course, has the right 
to select the carrier to whom he wishes to give his goods for 
transportation in the event several are available. He may 
select from among the rail carriers serving the point of ship- 
ment, or from among the water, electric, express or motor 
transport lines. His power of choice now goes beyond the 
selection of the initial carrier in an interline movement. The 
Mann-Elkins act of 1910 (36 Stat. L-539) conferred specific 
powers upon the shipper, which have been confirmed and 
amplified by the transportation act of 1920. These acts modify 
section 15, paragraph 8, of the act to regulate commerce of 
1887. This section now reads: 


In all cases where at the time of delivery of property to any rail- 
road corporation being a common carrier, for transportation subject 
to the provisions of this act to any point of destination, between 
which and the point of such delivery for shipment two or more 
through routes and through rates shall have been established as in 
this act provided to which through routes and through rates such 
earrier is a party, the person, firm or corporation making such ship- 
ment, subject to such reasonable exceptions and regulations as the 
Interstate Commerce Commission shall from time to time prescribe, 
shall have the right to designate in writing by which of such through 
routes such property shall be transported to destination, and it shall 
thereupon be the duty of the initial carrier to route said property 
and issue a through bill of lading therefor as so directed, and to 
transport said property over its own line or lines and deliver the 
Same to a connecting line or lines according to such through route, 
and it shall be the duty of each of.said. connecting carriers to 
receive said property and transport it over the said line or lines 
and deliver the same to the next succeeding carrier or consignee 
according to the eer instructions in said bill of lading: Provided, 
however, That the’ shipper shall in all instances have the right to 
determine, where competing lines of railroad constitute portions of a 
through line or route, over which of said competing lines so consti- 


tuting a portion of said through line or route his freight shall be 
transported. 


Under this amended paragraph the shipper may select, as 
the route he prefers, any of the available through routes cov- 
ered by through rates. When no such through routes are 
specified in the tariff legally applicable, the shipper may select 
any through route that has been established, subject to regu- 
lation and suspension by the Commission. If no through rates 
or through routes have been established, the shipper is entitled 
to the lowest combination of rates provided for by tariffs 
legally in effect. The issuance of a through bill of lading by 
the initial carrier accepting routing instructions over the lines 
of several carriers not parties to a tariff publishing a through 
rate, obligates each carrier to transport the freight over the 
route selected by the shipper as indicated by the bill of lading 


*This article was prepared by G. Lloyd Wilson, A. B., Instructor 
in Commerce and Transportation, University of Pennsylvania. 


(Conference Ruling 821). The rate for such movement is the 
sum of the local rates legally applicable. 

The shipper of freight may designate the terminal carrier 
which is to make delivery to the consignée. For reasons best 
known to the shipper or because the consignee is located near 
the railroad station, or has a track connection with a particular 
road, the freight may be desired to be delivered over a given 
road. Conference Rulings of the Commission recognize fully 
this right of designating the delivering carrier and have estab- 
lished the résponsibility of the carrier for storage charges and 
drayage when such instructions have been disregarded. Con- 
ference Ruling 474 states this responsibility thus: “It is the 
duty of a carrier to make delivery in accordance with routing 
directions. When such routing instructions have not been fol- 
lowed and delivery is tendered at another terminal than that 
designated, it remains the duty of the delivering carrier to make 
delivery at the terminal designated in routing instructions 
either by a switch movement or by carting. In either event the 
additional expense invoived in making such delivery must be borne 
entirely by the carrier responsible for the misrouting and the re- 
imbursement thereof to the delivering carrier may be made by 
the carrier at fault without a specific order of the Commission.” 
If the consignee elects to accept the shipment at the terminal 
where delivery has been erroneously offered rather than insist 
upon delivery at the terminal designated, the shipper or the 
consignee is entitled to recover damages in the sum of the dif- 
ference between the expense of the drayage actually incurred at 
a reasonable charge therefor and the expenses which would 


have been incurred if proper delivery had been effected by the 
carrier. 


Where rail and water rates are available the shipper must 
designate which class of service he desires and in the absence 
of such selection carrier is not bound to route via rail and 
water (Conference Ruling 190) and (Keeton vs. St. L. S. W. Ry. 
Co. of Texas 39 I C. C. 221). In the absence of routing instruc- 
tions by the shipper or owner of the property it is the duty of 
the carrier to route the shipment over the cheapest reasonable 
route known to him of the class selected, that is, all rail, rail 
and water—and via which the agent of the carrier at point of 
origin has rates legally applicable. If both rail and water and 
all rail rates are available and shipper does not choose between 
them the carrier is not guilty of negligent misrouting in send- 
ing shipment all rail. If a shipment is forwarded via any except 
the cheapest route, the shipper is entitled to a refund of the 
excess charges. This refund must come from the authority 
granted by the carrier at fault and is usually refunded through 


claim channels after the improper billed charges have been paid 
at destination by the shipper. 


Where a rate and route are both specified in the bill of lad- 
ing and the rate does not actually apply over the route speci- 
fied, the agent of the carrier should learn from the shipper 
whether the route or the rate is to be followed, and carrier will 
be held responsible for damages resulting from a failure of the 
agent to follow this course. If the carrier fails, after exercis- 
ing reasonable diligence, to obtain definite instructions, the 
goods should be forwarded by the route specified in the bill of 
lading. (Conference Ruling 474 C). 


Carriers’ Jurisdiction Over Routing 


Although a large amount of the carriers’ right to dictate the 
route over which freight is to travel has been shorn from them 
by acts and rulings, they still have some measure of authority. 
The initial carrier is obligated to transmit the instructions to 
its connections, and in the event of error is liable to the con- 
necting carrier deprived of the haul. Section 15 of the act to 
regulate commerce as amended by the transportation act of 
1920 provides: 


Whenever property is diverted or delivered by one carrier to 
another carrier contrary to routing instructions in the bill of lading, 
unless such diversion or delivery is in compliance with a lawful order, 
rule or regulation of the Commission, such carriers shall, in a suit 
or action in any court of competent jurisdiction, be jointly and 
severally liable to the carrier thus deprived of its right to participate 
in the haul of the property, for the total amount of the rate or 
charge it would have received had it participated in haul of the 
property. The carrier to which the property is thus diverted shall 
not be liable in such suit or action if it can show, the burden or proof 
being upon it, that before carrying the property it had no notice, by 
bill of lading, waybill or otherwise, of the routing instructions. In 
any judgment which may be rendered the plaintiff shall be allowed to 
recover against the defendant a reasonable attorney’s fee to be taxed 
in the case, : 


In case of blockade by flood or washout on connecting line, 
carrier may notify shipper and obtain orders as to route, and 
charge local rates to the junction and rates beyond. If héwever, 
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Aeroplane View of Norfolk’s Municipal Union Terminal 


Perfect Co-ordination of 
Rail and Water Transportation 


NORFOLK 


ON HAMPTON ROADS 


portation facilities are co-ordinated 

governs, to a large degree, the quick- 
ness of dispatch and economy of handling 
traffic through ports. 


At no American port is there such ‘a scien- 
tific and complete co-ordination of railroad and 
steamship transportation as at NORFOLK. 


For purposes of operation to and from ship- 
side, the eight trunk line railroads serving the 
port function as a unit. This is made possible 
through the Norfolk & Portsmouth Belt Line 
Railroad, owned jointly by the eight trunk 
lines, and physically connecting them. 


The Belt Line operates into the Municipal 
Union Terminal and the Municipal Grain Ele- 
vator, making these facilities union water- 


Tee: extent to -which rail and water trans- 


front terminals for every railroad serving the 
port. 

Thus, export cargo for a given ship, regard- 
less of the number of lines on which it may 
originate, can be assembled at a single point. 
Such wharfage, handling, storage and switch- 
ing charges as are absorbed by the trans- 
portation fines at their own terminals are 
absorbed by them at the Municipal Terminals. 


In the same manner, import cargo can be 
distributed from a single point to any or all 
of the railroads. 

The same general interchange opportunity 
as exists at the Municipal Terminals is also 
offered at the terminals of the Norfolk & 
Western Railway and the Southern Railway. 


NO CONGESTION, NO DELAYS. 


For Information Write 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 
Route your shipments through the 


‘Port of Quick Dispatch and Economical Handling’’ 
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the carrier routes over another route without consulting ship- 
per, it must bear the burden if rates are higher than the 
through rates ordinarily applicable. Carriers are required to 
make non-prejudicial distribution of unrouted freight among 
their connections, 


Routing Powers of the Commission 


Section 1, paragraph 16, of the Interstate Commerce Act, as 
amended, provides: 


Whenever the Commission is of opinion that any carrier by rail- 
road subject to this act is for any reason unable to transport the 
traffic offered it so as properly to serve the public, it may, upon the 
same procedure as provided in paragraph (271), make such just and 
reasonable directions with respect to the handling, routing and move- 
ment of the traffic of such carrier and its distribution over other lines 
of roads as in the opinion of the Commission will best promote the 
service in the interest of the public and the commerce of the people, 
and upon such terms as between the carriers as they may agree 
upon; or, in the event of their disagreement, as the Commission may 
after subsequent hearing find to be just and reasonable. 


In 1922 the Commission availed itself of this authority and 
issued service order No. 22 (July 25, 1922) permitting railroads 
to forward freight to destination over the least congested 
routes, regardless of routing instructions by shippers or the 
appreciation of tariffs. The rate applicable over the route se- 
lected by the shipper must be protected when such rerouting 
is performed, or if no route has been selected the race over the 
cheapest route must be assessed. The shipper, therefore, can 
govern the rate even though, in an emergency, the commission 
may order the routing instructions to be disregarded. Under 
normal conditions, moreover, the Commission~-#s authorized by 
Section 15, paragraph 10 of the act, to direct routing of unrouted 
freight: 


{ 

With respect to traffic not routed by the shipper, the Commission 

may, whenever the public interest and a fair distribution of the traffic 

require, direct the route which such traffic shall take after it arrives 

at the terminus of one carrier or at a junction point with another 
carrier, and is to be there delivered to another carrier. 


The Commission is a routing authority, not only in that the 
routing powers of the shipper are subject to exceptions and reg- 
ulations that it may enforce, but also in that, subject to certain 
restrictions, it possesses the power to establish through routes 
either by way of all-rail or rail-water lines. As interpreted, the 
amended Section 15, confers upon the Commission the power to 
establish additional routes, even though the carriers themselves 
have established one or more. It may not, however, establish 
routes via a street electric passenger line not engaged in the 
general business of transporting freight, nor may it require 
a railroad to embrace in a through route “substantially less 
than the entire length of its railroad and of any intermediate 
railroad operated in conjunction and under a common manage- 
ment of control therewith which lies between the termini 
of such proposed route, unless to do so would make such 
through route unreasonably long as compared with another 
practicable through route which could otherwise be established.” 

The establishment of embargoes during periods of congestion 
has at various times interrupted the ability of shippers to 
route freight. The Uniform Bill of Lading Contract provides 
in Section 2 (a) that “every carrier shall have the right, in 
case of physical necessity, to forward property by any carrier 
or route between the point of shipment and the point of desti- 
nation.” 

Routing Functions 


The purpose of functions of routing freight vary with the 
particular conditions that are uppermost at the time of ship- 
ment. If the shipper’s main purpose is to obtain the lowest 
freight charges he endeavors to route his freight over the 
cheapest route. The dominant consideration in a particular 
shipment may, however, be promptnesg of delivery, in which 
case he selects the route which he“believes will put his ship- 
ment through in the shortest period of time. The point of 
greatest moment in another shipment may be the condition of 
the freight on delivery; the ability to obtain a special service 
on one route as compared with another; or it may be prompt- 
ness in the settlement of freight claims. The enforcement of 
embargoes may also, of course, greatly influence routing. Ship- 
pers may select intermediate or terminal carriers in a through 
route because of close business affiliations with such lines. This 
is particularly true of shippers who sell railroad equipment and 
supplies. 

There is no set rule which may be followed in routing 
freight. One route may be best for one shipment and another 
for a different shipment. Different routes may be selected for 
different commodities or for different destinations. 

The need of selecting routes carefully, even though the 
freight rates and all competitive routes bear a relationship to 
each other, may be further seen in the large number of routes 
that are available between some of the principal shipping dis- 
tricts of the United States. Between the Central West and the 
North Atlantic ports—differing somewhat as to particular ports 
and also as between eastbound and westbound shipments— 
there are not only the standard all-rail routes but various other 
available routes. Between Boston and Chicago, for example, 
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there are standard and differential all-rail, ocean-and-rail, stand- 
ard rail-and-lake, and differential rail-and-lake routes. Some 
shipments between the Central West and the East are, more- 
over, routed via the lake-New York Barge Canal-Hudson River 
route; others by way of lake-St. Lawrence-rail routes or via 
such routes extended coastwise to Atlantic ports; and some 
freight is shipped via an all-water route by way of the lakes 
and the St. Lawrence River. Lake grain shipments may, more- 
over, be. transported across Lake Michigan in car ferries or 
through elevators and thence be forwarded to eastern destina- 
tions by rail. 

Should the western shipper be an exporter he may, in ad- 
dition to the routes mentioned, consided important routes lead- 
ing to the ports of the South Atlantic Seaboard or the Gulf of 
Mexico. In case of shipments to Pacific markets, the North 
and South Atlantic and Gulf routes may have to compete with 
the various routes that serve the Pacific coast terminals. 

The routes mentioned do not tell the entire story of avail- 
able transportation routes; they merely show that between 
many points a wide range of routes differing as to rates, time 
of delivery, distance, and class service, are available. There 
may be, in addition, different junction points by which freight 
can be routed; there may, for example, be many routes be- 
tween two points or various rail-water routes. Some of the 
principal specific routing considerations of interest to shipper 
will be outlined in Lesson No. 41. 


COAL PRODUCTION REPORT 


“The rate of soft coal production continues steadily down- 
ward,” the Geological Survey said in its current coal production 
report, which, in part, is*as follows: 


‘ 

The total output in the week ended June 23 is estimated at 
10,411,000 net tons against a revised figure for the week preceding of 
10,575,000 tons. For the fourth consecutive week the rate of preaue- 
tion per were day has decreased and is now practically at the 
level of mid-April. 

Early returns on car loadings during the present week (June 
25-30) indicate no improvement and as a matter of fact total loadings 
during the first three days were less than on the corresponding days 
of the week before. It seems probable therefore that a further 
decline in production will occur, the depth of which it is impossible 
at this time to accurately forecast. 

Production during the first 148 working days of 1923 was 262,803,- 
000 net tons. During the corresponding periods of the six years pre- 
ceding it was as follows: 


Years of Activity. 


Ae ae Qa eee. 2 263,540,000 net tons. 
Seo ee ee ee 270,728,000 net tons. 
ee ee eee ee eee eS 252,801,000 net tons. 
Years of Depression. 
ae ae ane Fee ee, SV a 209,433,000 net tons. 
I asin coras aactas care Hacer ean erimaleace aioe 193,070,000 net tons. 
EE ai ossicg ak alec Soanecch cosas as ial Spa Gale epimala 182,624,000 net tons. 


Thus _ it is seen from the viewpoint of soft coal production 
1$23 stands slightly ahead of the average for the three years of indus- 
trial activity and 34.7 per -cent ahead of that for the three years of 
depression. 

The all-rail movement of coal to New England and eastern New 
York during the week ended June 23 was practically the same as in 
the week preceding. According to reports furnished by the American 
Railway Association, 8,622 cars were forwarded through the principal 
gateways over the Hudson. Of the total 4,865 cars were bituminous 
coal and 3,757 were anthracite. 

he cumulative movement from January 1 to June 23 stood at 
92,347 cars‘of bituminous coal and 89,760 cars of anthracite, against 
a ie 47,593 cars, respectively, during the corresponding period 
° a 

For the fifth consecutive week tidewater shipments from Hamp- 
ton Roads declined. The total quantity of soft coal handled over the 
piers at that port in the week ended June 23 was 276,804 net tons, 
against 292,400 tons in the week preceding. The decrease was approxi- 
mately 5 per cent. _With the single exception of bunker coal for 
vessels in the New England trade, which increased less than 1,000 
tons, the tonnage dumped for all purposes decreased. The largest 
decrease was in foreign bunker coal. 

, The movement of soft coal across the lakes from the lower Lake 
Erie ports increased somewhat in the week ended June 24. Reports 
courteously submitted by the Ore and Coal Exchange show that the 
total quantity dumped was~#1,187,394 tons, against 1,067,958 tons in the 
week preceding. Of the total dumpings 1,127,771 tons were cargo coal 
and 59,623 tons were vessel fuel. 

The cumulative dumpings of cargo coal during the present season 
of navigation to date stands at 8,682,024 tons. This is an increase 
over 1922 and 1920 of more than 160 per cent, and is less than 2 per 
cent behind 1921, when there was a heavy movement up the lakes 
during the early part of the season. 


DENOUNCES HYLAN’S RAILROAD VIEWS 


An interchange of letters between Mayor Hyland, of New 
York, and Representative Warren C. Harer, of Williamsport, Pa., 
chairman of the House committee on Appropriations, in which 
the latter advised the mayor to stick to his own job and allow 
the valuation of the railroads to be worked out by the experts 
of the Interstate Commerce Commission and the U. S: Supreme 
Court, has been made public. 

Mayor Hylan wrote Mr. Harer on June 9 declaring that the 
railroads were trying to get the commission to fix a valuation 
of $23,000,000,000 on their systems, and expressed his opinion 
that this was $10,000,000,000 too high. He said that if the 
greater valuation were allowed the people would have to pay 
$600,000,000 a year more on tansportation to reach the 6 per 
cent contemplated by the Transportation Act. By the time the 
increase has been passed along to the consumer, the Mayor 
declared, the cost would be at least $1,500,000,000 more a year. 





July 7, 1923 THE TRAFFIC WORLD 


PORTLAND, MAINE 


Galt Block Warehouse Company 


PORTLAND, MAINE 
Storage, General Merchandise and Household Goods 


Private track, nkler equi 


low insurance rate. 
Storage in Transit on Flour, ereais and Canned Goods 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


NEW YORK CITY 


NT POOL CAR DISTRIBUTION SERVICE 
IF eat py eg) IN GREATER NEW YORK 
he cain fam AND oe. ee 
YOU" ayer tsps 
‘ie in touch with 
L. Ellinger Distribution Warehouses 
24 Washington St., New York City 
BOSTON, MASS. 


ESTABLISHED 1888 


A. M. SOMES 
BONDED 
TRUCKMAN—FORWARDER 
234 Congress Street, Boston 
Teaming of Every Description—City Delivery Service and Carload Distributors 


ALBANY, WN. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


We 


BAD ORDER CARS cause the loss of many hard earned dollars 
to railroad sageene and shippers of grain, seed, food stuffs and 
package goo 

MUCH OF THIS LOSS can be saved by the use of Kennedy 
Car Liners. These car liners practically condition a bad order car 
and enable shippers to load cars that otherwise would be rejected. 
KENNEDY SYSTEM of car liners prevent leakage in transit 
and afford sanitary protection to bulk shipments and food stuffs. 
WE IE Kennedy Car Liners for all cases of bad order cars, 


MAK 
consisting of full Standard Liners, End Liners, Door Liners, Sanitary 
and Sand Liners. 





WILL YOU NOT sive us an opportunity to submit full details of 
our system and the low cost of same? We are confident this would 


demonstrate to you the efficiency and money saving merits of our 
proposition. 


The Kennedy Car Liner & Bag Co., S™—QBYYuIE- 


INDIANA 
Canadian Factory at Woodstock, Ont. 


Consider our facilities for handling 
your shipments to and from 


CALIFORNIA 


Full information and 
Descriptive Pamphlets mailed on request 
PUBLIC WAREHOUSES AND DOCKS 


A 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 


Associated Rrminalss, 


General Offices: 324 Sansome Street, 


GENERAL STORAGE - 


POOL CARS 


DISTRIBUTION 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


Balti- San 
be York more Norfolk Francisco A 
SANTA CLARA.... July15 July 9 July10 SANTAROSA... 
ona 27 Jul 


sees” 
SANTA OLIVIA. 
SANTA ~~ ala ‘ 


PANAMA | SERVICE 


Angeles, Mexico, Central America and Canal Zene 
S. S. CUBA sails July 14 S.S. aa, sails July 28 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. .S. COMPANY 


10 Manors Se New York 508 California St., San Francisco 
So. Spring St., Alezandria H Hotel, Los Angeles os 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 


Philadelphia Office: 
92 State Street 


788 Drexel Building 


INLAND MARINE CORPORATION 


Low All-Water Freight Rates 
The New York State | Barge Canal Route 


New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. 
Cleveland, Ohio Duluth, Minn. 
» Ill. Minneapolis, Minn. St. Louis, Mo. 
and 
Points in the Same Rate Territories 
COMPANY’S OFFICES 

NEW ALON. Y &22 Ellicott Sq ee : $ hems « TaFal, Semece 6208 3516-9 
MINNEAPOLIS, 20 


S. W. BULLOCK, President Officers: 


M. OR En ad Bee 
15 Meere St., New York City 522 Ellicett Sq. 


Bidg., Buffalo, N.Y. 


BULLOCK & GALVIN, INC. 


Operating Managers 
Canal and Lake Transportation 
Our organization provides you with every necessary 
Operating and Traffic _Service, including Vessel 
Maintenance and Repair, Insurance, Customs En- 
trees and Claim hija, 
General Offices: 15 Moore St., New York 


J.F. 
F.J. 
A.T. 
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SHOPMEN WANT RAISE IN CANADA 


The Trafic World Ottawa Bureau 


The Canadian Railway shopmen are demanding a horizon- 
tal increase of 10 cents an hour in wages which, if granted, 
would place them in a better position than before the reduction 
of last year. That reduction was made in accordance with a 
readjustment of wages in the United States, Canadian railway 
men having received the full benefit of. advances made ..o em- 
ployes of the American roads during the war: The unions in 
the United States resisted the reduction there and a sirike of 
shopmen ensued in which Canadian shopmen did not partici- 
pate, but there was an inquiry made by a board of conciliation 
which found in favor of the railways. The reductions were, at 
first, disputed by the men but afterwards accepted. The shop- 
men ask an increase of 10 cents an hour for all trades, 
making a proposed rate for mechanics of 80 cents an Lour, for 


freight car men of 73 cents, and a minimum for helpers of 57 
cents. 


INCREASED RAILROAD WAGES 


Increased pay rates effecting 28,800 shop mechanics, helpers 
and employees on four southeastern lines, amounting to more 
than $1,600,000 annually, have been filed with the Railroad Labor 
Board as follows: Cheasapeake and Ohio, effective June 1, two 
cents an hour for 6900 men, $329,000 yearly; Norfolk and West- 
ern, three cents an hour for 7400 men, $545,000 yearly; Central 
of Georgia, effective June 15, two cents an hour for 1600 men, 
$84,500 yearly; Louisville and Nashville, effective June 1, two 
cents an hour for 12,900 men, $649,000 yearly. 

The Norfolk and Western has also granted a three cent an 
hour increase to signal department employees, effective June 1. 
Clerical and station employees on the Northern Pacific have re- 
ceived an increase of two cents an hour, effective June 28. The 
C. & E. I. has increased the rates of its maintenance of equip- 
ment employees two cents an hour effective July 1. Employees 
of the maintenance of way department of the Colorado Southern 
received increases effective June 16 ranging from $4.08 and $5.00 
for foremen to one, two, and three cents an hour for laborers, 
mechanics and others. 

Disputes have been filed with the Labor Board in which 
increases have been asked for by the train dispatchers on the 
Pere Marquette and the Chicago, St. Paul, Minneapolis and 
Omaha. 

Disputes in which signal men are asking for increases that 
will bring them up to rates of from 60 cents to $1.00 an hour, 
according to grade, have been filed covering the employees on 
the Western Pacific, and Western Indiana, Grand Trunk, and 
Louisville and Nashville. 

Clerks and station employes on six additional roads have 
filed disputes with the Labor Board asking for increases in line 
with the general drive of this class of employes for higher rates. 
The roads are the Union Pacific, Chicago, Milwaukee & St. Paul, 
Denver & Rio Grande, New York, Chicago & St. Louis, Chicago, 
Indianapolis & Louisville, and the St. Paul Union Depot Com- 
pany. The general hearing of disputes on the part of clerks 
and station forces has been fixed to be held July 23, at which 
time rates on twenty-two lines and their subsidiaries will be 
considered. 

Increases have been filed with the board for the clerical 
and station forces of the Baltimore & Ohio and the C. C. C. & 
St. L. The new rates are effective as of July 1, and represent 
an increase of from one to two and one-half cents an hour on 
the B. & O. and one to three cents an hour on the C. C. C. & 
St. L., on which road 4,800 men will be affected, representing 
an annual increase of $310,000. 

Signal department employes on the Pere Marquette and the 
Chicago & Northwestern have filed-a dispute in whieh they ask 
the same increases. as are being asked on other lines, which 
range from 62 cents an hour for helpers to $1.00 an hour for 
foremen and maintainers. 

The Santa Fe and its telegraphers have submitted a dispute 
in which it is proposed to make adjustments of certain inequal- 
ities of pay and grant a general increase. 


I. C. C. WAGE STATISTICS 


The Commission’s wage statistics for April show that the 
employment on Class 1 roads was greater in that month than 
in any month reported since the new classifications became effec- 
tive in July, 1921. 

The roads reported 1,843,652 employes, an increase of 265,- 
519, or 16.8 per cent, over the number reported for the same 
month last year and an increase of 27,173, or 1.5 per cent, over 
the number for March, 1923. The total compensation in April, 
1923, was 20.9 per cent greater than in April, 1922. It was $245,- 
874,117. The earnings per hour for straight time for employes, 
reported on an hourly basis, decreased from 58 to 56 cents in 
this period. The overtime earnings increased from 77 to 78 
cents per hour. Due to an increase in the number of straight 
time hours worked per employe in April, 1923, as against 200 
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hours in April, 1922, with a net result that their average com- 
pensation per month increased. from. $123 to $128 in. the same 
period. 


The monthly earnings, by groups, were as follows: 
Monthly-earnings of— 


Employes report- Employes report- 
ed on daily basis edon hourly basis 


April, April, April, April, 
Group 1923 1922 1923 1922 
Executives, officials,and staff as- 
Eesha yertetteree 42 $426 $420 
Professional, clerical, and gen- 
5 RE a ee ae 178 177 $120 $121 
Maintenance of way and struc- 
MN. Gc aio latats tere Ws qa wae e buceely 39 236 88 88 
Maintenance of equipment and 
SR eT CE get otek BRE ET 2 244 125 122 
Transportation (other than train, 
engine, and yard)............ 99 118 119 
Transportation (yardmasters, 
switch tenders and hostlers)... 253 253 145 139 
Transportation (train and engine 
Ne i Better Fo gente. phe 188 168 


The reports for April, 1923, indicate a marked increase in 
the number of hours of service paid for on a piecework basis 
over that reported for the same month last year. The returns 
show that 75 per cent of labor paid for on a piecework basis 
in the month of April, 1923, was performed on the Pennsylvania 
and the New York Central roads. 

The following table shows, for selected occupations, the 
hourly earnings of employes on piecework basis and on time 
basis, as reported by the Pennsylvania Railroad System and the 
New York Central Railroad Company: 

Hourly earnings 


n a @ 
< 7 Hos 
Occupation om s ae} 
ea or 
8 oe i) 
38 EB is 
Ay i) aae 
Blacksmiths: 
Pennsylvania System ............. $1.07 $0.74 20.0 
WOO geOe COMCTRE cise ccececsee 1.06 as 44.9 
Boilermakers: 
Pennsylvania System .............. 97 45 22.2 
BOO BONE COMIENOE ccc ecw leew lec ec ns 1.05 72 30.0 
Carmen: 
Pennsylvania System .............. .86 67 26.7 
WEE GE, CHNTEDEE 6 ccccceresccecscebve .93 .65 32.8 
Machinists: 
Pemmavivania BYStem ...... .cccrcccses 96 75 21.1 
eS AE aa 1.06 71 29.2 
Sheet metal workers: 
Pennsylvania System .............. 1.00 75 28.7 
CO ee a 1.00 -71 27.2 
Skilled trades helpers: 
Pennsylvania System ........2.ecee .70 -48 25.2 
ge a rer Bye -48 27.4 


INCREASES FOR MARINE WORKERS 


Substantial increases in pay rates for marine workers on 
U. S. Shipping Board vessels have been announced by Vice 
Chairman T. V. O’Connor, effective July 1. The new rates 
effect deck and engineer officers, employees in the steward’s 
department, and radio operators and range downward from an 
increase of $20 a month for deck officers and engineer officers 
to from five to ten dollars in the steward’s department. Radio 
operators are advanced from ten to fifteen dollars, according 
to grade. 

In announcing the increased rates Chairman O’Connor 
said they followed conferences between the board and the 
various unions in which the cost of living and the establish- 
ment of working conditions which would produce economy and 
efficiency received careful consideration. The best efforts of 
marine labor were looked for, he said, and the board had recog- 
nized the establishment of a policy of collective bargaining 
with legitimate labor organizations. 


CONDITION OF LOCOMOTIVES 


Locomotives in need of repair June 15 totaled 12,659 or 19.9 
per cent of the total number on line, according to the car service 
division of the American Railway Association. This was a de- 
crease of 24 locomotives compared with the number in need of 
repair on June 1, at which time there were 12,683. 

Of the total number, 11,473 or 18 percent of the total number 
on line were in need of heavy repair on June 15. Under the pro- 
gram unanimously adopted by the railroads in New York in 
April, the number of locomotives in need of heavy repair is to 
be reduced for the entire country to 15 percent by October 1 
this year. 

' Reports showed 1,185 locomotives or 1.9 percent in need of 
light repair, while 15863 locomotives had been repaired and 
placed in storage up to June 15 to await increased transporta- 
tion needs later in the year. On June 1, there were 1,569 locomo- 
tives in storage or a net increase of 294 locomotives during the 
first 15 days in June. The railroads. also repaired and turned 
out of the shops from June 1 to June 15, a total of 18,937 loco- 
motives, compared with 21,406 during the last half of May. 
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S00 Terminal Warehouse 519 West Roosevelt Road 


S d Distributi f CHICAGO 
torage an is ution o r° " 
MERCHANDISE cneontne by te in the 
ious to us and at about 40 CAR SIDING 

“THE ECONOMICAL WAY” FREE SWITCHING 


TOLEDO, OHIO WACO, TEXAS 


The Toledo Terminal Warehouse Co. 
028-930 GEORGE STREET 
TOLEDO, OHIO 
STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 















THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


“Analytic” Work 


Incident to Rate Adjustments and the 
preparation of Reparation Claims, ana- 
lytic work can be successfully handled 
only by competent Traffic Experts, who 
are, at the same time, expert rate men. 
Our organization embraces men of this 
character. 


“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma and Aberdeen 


Baltimore, "Philadelphia 
and New York 


Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other intormation apply to 


WILLIAMS STEAMSHIP CO., Inc 


Moore and Water Streets, New York Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South St. Drexel Bldg. Oliver Bidg. 
And at our Branch Offices at ports of call, etc. 


CHESAPEAKE & CURTIS BAY RAILROAD 


Just one of the various branches of 
service rendered by us. 


“AT YOUR SERVICE” 


SPECIAL SERVICE DEPARTMENT 


The Traffic Service Corporation 
Colorado Bldg. WASHINGTON, D. C. 





General Offices, BALTIMORE, MD. New York Offices, 90 West St., New York 
R. R. GOVIN, President, 90 West Street, New Yor E. A, FALL, Freight and Manager, 90 RAL Street, New York. 
& B- ble. iy First et Vices Praldent, 90 Ry erat Es » J. a DRANEY, Assistant oTprelght and Traffic Manager, 90 West Street, New 
4 ice- en ‘ew Yor! 
ane, ay ay ELL, aoe, ouylee-President, in charge of Operation and Trafic, J. COOKMAN BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
N. B. HERSLOFF, Treasurer, 90 West Street, New tS * Fw KELLEY, General Auditor, 90 West Street, New York. 
&. W. S&S. W WHITNEY, Secret 90 West Street, New Y CONNOR, ‘Superintendent, Wagners Point, Baltimore, Md. 
Tt THOMAS KEARNY, General Solicitor, 7) West Street, New York. 
agg rs tay FROM WAGNERS POINT TO CURTIS BAY 
The Chesapeake & oe ie Roy Dales : Co. having ome Fe at deep water, Baltimore, Md., is in a position to receive all foreign freight destined to interior 
t ‘0 
~T sy omen main tains “oa ' freight for ptyay in o handling of shipments to te ond from the industries located on its line. a territory covered by this railroad 
offers superior sites for the — of industries of every description. irms, individuals and corporations contemplating the p48 are invited to 
“a th Samuel J. 90 West Street, New York City. Maps and full information concerning “available property will be nan furnished. 
“— Present neue | 7 miles c, eonel under construction. 
Lighterage connection pag vd goastwrise lines out of Baltimore for seaboard ports. 
CONNECTIONS At Cinta S Btreet wi on lvani Railroad via float st Wagners Point. C. & CB. B. BR. to Curtis Bay. At Port Covington with the Western 
in on e vania 

Maryland via float to Wagners Point, C. & O. BB. to COS Eee; Wie Ge Eas > io Sewell Branch at Wagners Point. Through connections via these 
routes to all aoe Men Ween Marth: ond Benth By BY have the sdrantege of fiat Baltimore rate. 
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AMERICAN SHIPS GAIN TRADE 


The Trafic World New York Bureau 


Final figures on the imports and exports for the eight 
months ending with February, as recorded in figures made 
available here, show that American vessels made appreciable 
gains in the proportion of foreign trade carried during that 
period. 

Imports in United States ships advanced from 31.8 per cent 
in the eight months ended with February, 1922, to 33.6 per cent 
in the same period of this year. Exports in American vessels 
for the same time increased from 35.2 to 38.6 per cent. The 
proportion handled in foreign ships showed a corresponding 
decline, 

The tonnage of ships entered and cleared in this period 
recorded an increase of about ten per cent. One unusual fea- 
ture of the tonnage figures, however, is the fact that the pro- 
portion under the U. S. flag actually dropped one to two per 
cent. This is evidence that the American vessels gained in the 
volume of cargo carried on each ship. 

Turning from percentages to the value of cargoes, the De- 
partment of Commerce figures show that American vessels car- 
ried imports estimated at $672,000,000 in the eight months end- 
ing with February, 1923, against only $446,000,000 in 1922. Mean- 
while the value of goods arriving on foreign vessels rose from 
$958,000,000 to $1,327,000,000. American ships, accordingly, ex- 
perienced an increase of about 50 per cent as compared with 
an advance of 30 per cent on foreign steamers. 

For the same period, exports on U. S. ships rose from 
$751,000,000 to $827,000,000, a gain of about 15 per cent, while 
foreign ships rose from $1,383,000,000 to $1,386,000,000, a frac- 
tiondl increase. 

Total imports, reflecting the greater prosperity in the 
United States, mounted from $1,405,000,000 to $1,999,000,000, 
while exports made a small advance from $2,134,000,000 to 
$2,258,000,000. 


ANNOUNCE NEW COTTON RATES 
The Trafic World New York Bureuu 


Caldwell and Company’ announce receipt of information 
from New Orleans that the Far East Conference lines meet- 
ing there have agreed to make effective immediately a rate of 
45 cents for 100 pounds on high density cotton and 60 cents on 
standard bales. These rates are applicable on shipments mov- 
ing by regular steamers taking first class insurance on cotton. 
The second class rate is 2% cents lower in each instance. 
The new tariff covers shipments from the Guif only, as rates 
from North and South Atlantic are still open. 

The rates announced by the Gulf lines are understood to be 
the minimum quotations effective through December. After 
that date the figures will be raised 5 cents for 100 pounds. 


OPPOSE GOVERNMENT OPERATION 


“While the Shipping Board is holding meetings almost daily 
to consider plans for direct government operation of its ships, 
national sentiment against any method that would eliminate the 
aid of private enterprise in the working out of the nation’s mar- 
itime problem continues to grow,” says the National Merchant 
Marine Association. “This was strongly emphasized at a meet- 
ing of the Middle West Farmers-Manufacturers Conference; 
which closed at Cincinnati June 29. 

A statement made to the conference on behalf of the 
National Merchant Marine Association, by its secretary, pointed 
out that the first resolution adopted by the association on its 
organization in 1919 laid down the basic policy that ‘only an 
American merchant marine developed under private enterprise 
will be permanently successful.’ It was also pointed out that 
Congress could be looked to to provide legislative means that 
would enable the transfer of the ships to private ownership and 
operation. The Cincinnati Conference adopted unanimously the 
following resolution: 


We emphatically urge the shipping board to postpone any 
radical’ change of policy until Congress convenes and until the 
people of the country have an opportunity to express their views 
regarding additional merchant marine legislation. And we further 
urge the shipping board in the meantime to work out some plan 
of operation through private steamship companies, fair to the 
government, the shippers and the companies, which will enable 
those companies to buy the ships as soon as shipping conditions 
permit and as soon as additional legislation is secured. 


SHIP CHARTER RATES DECLINE 


The Trafic World New York Bureau 


Further recessions in ship charter rates were the features 
of last week’s market. Space was offered greatly in excess of 
the demand, with the result that owners were shading their 
figures to obtain cargoes. 

An exception to the general trend was the advance of about 
15 per cent on heavy commodities moving to Greek ports on 
berth steamers. This was due to the recent advance in Greek 
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exchange, which has increased the cost of handling shipments. 
The new rates, effective July 15, apply to Patras, Salonica, 
Pireus and the Ise of Crete. This increase, put into effect 
by the Levant Conference, affects only regular steamers and 
not full cargo vessels. 

The charter market was weaker last week than expected. 
The number of fixtures fell off to 34, against 38 for the previous 
week, and in practically all instances the rates were reduced. 

About 15 coal fixtures were reported. Rates to north con- 
tinental ports were around $2.25 a ton, and to the west coast 
of Italy about $3 a ton. Later in the week there were further 
reductions, with charterers offering $2 to the Antwerp-Ham- 
burg range. The sharp decline in quotations for Italy was not 
unexpected, according to a summary of the market by Funch, 
Edye & Co., as space had been offered freely at $3.20 a ton. 
South American. coal business was not actice, only two char- 
ters being reported. One of these was to Rio at $3.30 and 
another to Chile at $2.50. 

Some of the optimism recently expressed by shipowners 
with regard to the July coal movement was badly shaken by 
developments, though there seemed to be grounds to expect 
an improvement because of the low ship and coal prices. Un- 
less considerable export business in coal should be noted from 
the United Kingdom in the next several weeks there is reason 
to believe that there will be a renewed demand from this 
country. 

The grain market showed no improvement. The demand 
was limited and tonnage was offered in excess of all require- 
ments. So little grain was moving that brokers were forced 
to consolidate parcels in order to make up a full cargo. Several 
vessels were chartered from Montreal to the Mediterranean at 
174% to 18 cents per 100 pounds. It was reported that space 
could be obtained on berth steamers as low as 5% per 100 
pounds. The sugar and lumber markets were quiet. 


CANADIAN SHIPPING LAWS 


The Trafic World Ottawa Bureau 


The bill giving the government power to suspend the 
coasting laws passed through the Canadian Senate and became 
law with little discussion. The amendments to the Canada 
shipping act have also gone through. When referring to the 
section which prohibits registration if the ship is purchased 
from a foreign subject or corporation and subject to the con- 
trol of a foreign government, it was stated by Senator Dandu- 
rand, government leader in the Senate, that the conditions im- 
posed by the U. S. Shipping board practically amounted to an 
assertion of continued control by the U. S. government of 
ships that were no longer U. S. vessels. He said Canada was 
not prepared to concede to the government of the United 
States the right to exercise jurisdiction in any way over ships 
of Canadian register beyond such control as might from time 
to time be applicable to all vessels of foreign registry while in 
U. S. waters. 

Another section of the bill gives the Department of 
Marine under regulations to be made by the government, control 
of the loading of sea-going ships with grain at Canadian sea- 
ports. At present, there is no Canadian law or regulation that 
attempts to set forth in detail how grain shall be loaded for 
transportation in ships to Europe and from British Columbia 
ports to the Orient and South America. Section 716, of the 
Canada shipping act. simply puts it up to the master and owner 
of the ship to see that the grain cargo is secured from shifting, 
as follows: “No grain cargo shall be carried on board any ship 
registered in Canada unless such cargo is contained in bags, 
sacks, or barrels, or properly secured from shifting by board 
or otherwise.” The regulations contemplated under this 
amendment will be in harmony with the rules of the British 
Board of Trade and will enable the department to penalize 
stevedores and others who may contract for loading ships 
with grain if*they do not live up to the law. 

Another section refers to the registered tonnage with space 
accupied by the engine room deducted. It makes Canadian law 
exactly the same as the British merchant shipping act and puts 
steamships and sailing ships on practically the same basis. 


SHIP MEN UPHOLD SYSTEM 


The Trafic World New York Bureau 


Repeated statements by former Shipping Board Chairman 
Albert D. Lasker, that the present agreement under which gov- 
ernment vessels are handled is “vicious” and unjustified, have 
drawn the fire of the thirty-eight operating companies. The U. S. 
Ship Operators Association, of which Charles H. Potter is presi- 
dent, has sent a letter to Mr. Lasker protesting against his public 
declarations and upholding the contract as one that has been 
used commercially for many years. 

The immediate cause for the letter was Mr. Lasker’s report 
to President Harding, June 12, saying that direct operation was 
the only alternative to the present system, for which he did not 
have a good word. 


Mr. Potter was reluctant to talk about the letter. _No reply 
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Fireproof +Warehouse 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 
Consign via any Railroad into Denver 
Free switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 
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NAWSCO LINES 


finer INTERCOASTAL Saad 


PHILADELPHIA 
NEW YORK 


and 
LOS ANGELES 
SAN DIEGO 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 
NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. 


or ADMIRAL LINE Pacific Coast Ports 


PORTLAND 


PORTLAND 
ASTORIA 





$ on Track 


The Weicker Transfer & Storage Company 


ROUTE YOUR CARGO VIA 


Mobile: Gulfport Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 
Liner Service: Liverpool, Manchester, Glasgow, 


Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


MANCHESTER, LIVERPOOL & GREENOCK 
U.S.S.B. 8.8. COAHOMA COUNTY { Salline from Pensacola July 10 


Sailing from Mobile July 16 
- LONDON & NEWCASTLE 
Sailing from Mobile July 20 
U.S.S.B. 8.S. MAIDEN CREEK... Sailing from Gulfport July 23 
Sailing from Pensacola July 25 
PORTSMOUTH & LONDON 
ao) ee {Ele teak Portas heaeet 18 
LIVERPOOL 
{ Sailing from Mobile August 6 
1 Sailing from Pensacola August 10 


HAMBURG & BREMEN 


.8.S.B. S.S. § Sailing from Mobile July 27 
USES: £5. WEE BANAWAE. | Sailing from Pensacola July 30 


U.8.8.B. 8.8. ANTINOUS 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


FORT WORTH, TEXAS 





11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 
FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 
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had been receivea from Mr. Lasker, he said, and in his opinion, 
it would be discourteous to give out the text at this time. He 
admitted that the operators felt that Mr. Lasker had been 
unfair to them, but regretted that the fact that the association 
had sent him a letter had become public. 

From other sources it was ascertained that the operators, 
who handle about 400 vessels for the government, object to 
insinuations that there is something inherently wrong about the 
managing agents’ agreement and that the treasury is being 
mulcted by their activities. They point out that the payment of 
commissions for handling ships is an ordinary business practice 
in the shipping industry, and that the rate of pay, amounting to 
five per cent on outward and two and a half per cent on inward 
freight, is approximately the commercial figure. 

The ship operators are scheduled to hold a meeting this 
week, at which marine policies for the future will be discussed. 
It is probable that they will recommend to the Board a modifica- 


tion of the direct operation plan and suggest some form of profit 
sharing contract. ; 


NEW YORK TERMINAL MARKETS 


The Trafic World New York Bureau 


Establishment of city terminal markets as a solution of the 
food problem in New York City, and to supplement railroad 
facilities, is proposed by Edwin J. O’Malley, Commissioner: of 
Public Markets. His statement was in reply to the recent 
declaration of the Port of New York Authority and the United 
States Department of Agriculture regarding the breakdown of 
the market terminal system in the metropolitan district. He 
said municipally owned markets would expedite the delivery of 
foodstuffs and reduce the cost. He said the city was going 
ahead with the construction of the first great terminal in the 
Bronx at a cost of $7,500,000, and that this would be followed by 
other terminals along the waterfronts of the other boroughs. 

Mr. O’Malley estimated the cost of the five terminal markets, 
one in each borough, at $50,000,000. He said they would be self- 
sustaining. They would be so designed as to offer the best pos- 


sible loading and unloading facilities. On this point he ex- 
plained: 


We plan to build them by deep water, so that ships drawing 
forty feet will be able to dock alongside. Space will also be 


provided for fishing vessels canal barges, railroad car floats and 
fireboats. 


There are to be two levels for trains and trucking. The 
streets and ramps are so planned that the daily flow in and out 
of the building will be almost uninterrupted. Trucks will enter 
the building so as to give store-door tail delivery to all stores. 
Cars can be unloaded under temperature direct to ship or to cold 
or dry storage. Fish can be received direct from the smacks, 
conveyed to cold storage, frozen or reshipped. All necessary con- 


veyors, traveling cranes, elevators and other mechanical devises 
have been provided for. 


It is also proposed to connect each terminal market with 
the nearest subway, giving all-weather transit to the market, and 
to use the subway during the early hours of the morning for the 
transportation of food. At present no provision has been made 
for the handling of any sort of freight in the subways, but we 
are confident that this part of our plan can be worked out. Under 
such a plan we could insure rapid and certain deliveries of food 


to all parts of the city, no matter what the condition of the 
weather. 


KEENE AND HENRY PROMOTED 


W. B. Keene, director of traffic of the Emergency Fleet 
Corporation, and Sidney Henry, director of sales, have been 
elected vice-presidents of the Emergency Fleet Corporation. 


HANEY TAKES OFFICE 


Bert E. Haney, of Portland, Ore., was sworn in July 2 as a 
member of the Shipping Board, succeeding Geo. BE. Chamber- 
lain, also from Portland, resigned. Mr. Haney was appointed to 
serve the unexpired portion fo Mr. Chamberlain’s four year 
term which began June 9, 1921. He is a lawyer, having form- 
erly been United States district attorney for the district of 
Oregon. He will succeed Mr. Chamberlain as the member of 
the Shipping Board in charge of the bureau of law. 


—? 


MONTREAL PORT IMPROVEMENTS 


The Dominion Parliament has agreed to the loan of ten 


million dollars to the Montreal Harbor Board for further im- 
provements at that port. 


NEW ATLANTIC LINERS 


The new steamship “Albert Ballin” of the Hamburg-Amer- 
ican Line, first trans-Atlantic liner of the de luxe type to be put 
in service by a German company since the war, sailed from Ham- 
burg for New York, via Southampton, July 5. She is a twin 
screw, oil burner, of 22,000 gross tons, driven by turbines, and 
carries 250 first class passengers, 350 second class, and 700 third 
class. The boat is due to arrive at New York July 15. Her 
sister ship, the “Deutschland,” was recently launched at Ham- 
burg and will enter service about six months later. These new 
vessels will be run in joint service with the steamers “Resolute” 
and “Reliance” of the United American Lines. 
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The new steamship “Westphalia,” of the Hamburg-American 


Line arrived at quarantine on her maiden voyage from Ham- 
burg July 3.. 


STRIKE OF CANADIAN SEAMEN 


A general strike of seamen in the employ of the Canadian 
government merchant marine on the Pacific coast has been 
ordered by the Seafarers’ Union. The men are demanding $20 
a month increase in pay and better rations. They now receive 
$50 a month on deep-sea ships and $67.50 on coastal ships. 


HOPE FOR PRINCE RUPERT 


The Trafic World Ottawa Bureau 


President Thornton, of the Canadian Northern, has been to 
Prince Rupert and has given the people there some more of 
that hope on which they have been living very largely for the 
last twenty years. His coming had been looked forward to, 
and provincial and federal politicians had assembled to meet 
him and to join with the citizens in a concerted attack on the 
new head of the Canadian National. Prince Rupert feels that it 
has been badly treated by the old Grand Trunk Pacific, the 
Dominion Government, and the Canadian National in turn. 
When Sir Wilfrid Laurier conceived a new transcontinental 
highway (the Grand Trunk Pacific) twenty years ago, and 
selected Prince Rupert as the terminus on the Pacific coast, 
people flocked to that place on the expectation that it would be 
at least another Vancouver. The original plan in connection 
with the Grand Trunk Pacific was to put on a line of steamers 
to the Orient to compete with the Canadian Pacific, which it 
was felt it would easily do as the distance is about 500 miles 
shorter than by Vancouver. That plan has never been carried 
out and settlement along the railroad in the northern part of 
British Columbia has been much less than anticipated. 

When the new board of directors of the Canadian National 
was formed, Fred Dawson, a well known citizen there received 
thhe position as representative from British Columbia, and 
Vancouver became correspondingly alarmed at what might 
happen. Nothing has happened yet, and the Prince Rupert 
people are impatient. - Now, however, President Thorton has 
been there and he has promised that a beginning will be made 
by putting two steamers on the coast service, and he will try 
and bring about the erection of an elevator there. He an- 
nounced also that the company would make a strong effort to 
get a share of the Alaska tourist and commercial business. 

In speaking at Prince Rupert, President Thornton paid his 
respects to the politicians, who, he said, “criticized him in an 
effort to enhance their political prestige.” He saw their foot- 
steps everywhere and knew he was making enemies, but he 
would not be influenced by criticism as he knew he was res- 
ponsible to the people of Canada as a whole. He promised the 
co-operation of the railway in developing a great port at Prince 
Rupert, the speed of development depending on the rapidity 
with which the country behind it could be developed. He said 
the big fight on the Canadian -National would be in the west. 





BARGE CANAL TRAFFIC SETS RECORD 


The Trafic World New York Bureau 


With every barge suitable for operation on the canal in 
service and cargo offered in excess of tonnage, traffic on the 
New York State Barge Canal for 1923 is expected to surpass 
that of 1922 by a wide margin and to set a new record for the 
waterway. More than 75,000 tons moved over the canal in the 
week ending June 16, the heaviest week since it was opened 
for business and an increase of 87 per cent over the corre- 
sponding. period of last year. 

Superintendent of Public Works Edward S. Walsh. said 
that the demand for canal service was such that 500 additional 
barges could be used profitably. The traffic on all the canals 
to the middle of June was 367,221 tons, or about 22 per cent 
greater than 1922, despite the fact that the season this year 
opened two weeks later. In addition to this handicap, busi- 
ness was interrupted about a week by high water. Mr. Walsh 
declared that if the barges had been able to go into service on 
May 7, as on last year, the increase in traffic would have been 
50 per cent. 

The movement of import flax gives a good illustration of 
the manner in which the canal is utilized. This comes to New 
York by steamer from Argentina and is delivered by barge to 
Buffalo, Toledo and other Lake ports. A total of 42,540 tons 
has already been delivered this year. The wheat movement is 
below the record of last year, due to the fact that Lake steamers 
are engaged almost exclusively in iron ore trade, but the canal 
traffic in other grains, such as corn, rye and barley, shows 
large advances. 

Sulphur shipments total 25,567 tons, moving from Texas 
ports to New York by schooner and being transferred here to 
barge for delivery at several up-state ports and points in Canada 
through Oswego on Lake Ontario and Buffalo on Lake Erie. 
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CANADIAN CONSTRUCTION DEFEATED 


The Trafic World Ottawa Bureau 


The Canadian Senate, by a vote of 47 to 10, has rejected a 
House of Commons bill “respecting construction of Canadian 
national railway lines,” and covering the schedule of proposed 
construction published in the Traffic World, June 23. The pur- 
pose of the bill was to authorize the construction of something 
over 1,000 miles of branch lines in different parts of Canada, 
principally in the west, construction taking place during the 
coming three years. The money would be advanced from the 
treasury of Canada or by the sale of securities of the Canadian 
National Railway, the principle and interest of which, up to 
the limit of $40,000 a mile, the government would guarantee, 
the liability being about $4,000,000. 

While the government estimate was that the expenditure 
required would be about $28,000,000, the bill declared that the 
mileage and cost of construction as mentioned in the schedules 
were only estimates for the information of Parliament and were 
not to restrict the company in its outlay. The bill was opposed 
by the Conservative opposition in the Commons, and went 
through by the combined votes of the Government and Pro- 
gressive members; but, even among the government supporters 
in the Senate there is a strong party opposed to the policy of 
government ownership, and many Liberal senators spoke and 
voted against the bill. The government leader in the Senate 
proposed that the different branch lines should be closely ex- 
amined; that if it was doubtful that any of the branch lines 
were absolutely needed, today or in the near future, the Senate 
should so declare. 

“I feel,” said he, “that this chamber might well declare that 
it will agree to the policy of completing railways that have 
already been begun, or that have already been graded, and up- 
on which money has been spent, but will not agree at present 
to the construction of new roads.” 

The Senate, however, gave the six months hoist to the 
whole program. There was much criticism of the statement of 
the leader of the Senate that the government had given a free 
hand to the board and president of the Canadian National to 
administer the railway business of Canada. 

“The Canadian National Board,” said Sir James Lougheed, 
“has appointed for the operation of the Canadian National Rail- 
ways, not for the purpose of extending them and duplicating 
mileage. That is the function of a Parliament. The board was 
not appointed for the purpose of demanding from the govern- 
ment of the day $100,000,000 for the purpose of putting it into 
1100 miles of railway, and spending it in any way that may 
appeal to their judgment, irrespective of the voice of Parlia- 
ment. If these honorable gentlemen wanted to con- 
ceive a plan by which they could destroy the confidence of the 
Canadian people in the operation of this system, they could not 
have done it more successfully. Here is a scheme by which 
securities may be issued entirely irrespective of Parliament to 
cover all the deficits of the road; by which the operations, no 
matter how diabolical they may be, can be obscured and 
hidden entirely from Parliament. Securities may be issued 
a libitum so long as the railway board and the government— 
not the Parliament—stand in together. It means the abdica- 
tion of the Government of Canada and the handing over to this 
board of the judgment which is to be exercised as the operation 
of the Canadian National system and the expenditure of what- 
soever money they require.” 

He contended that the proper way for the government to 
have done was to follow the customary parliamentary practice 
of placing in the estimates the particular appropriation which 
may be required for each road. 

Parliament, “said he, “has been more than generous in 
voting money to this board. This session it voted a lump sum 
of $73,000,000. But that is not sufficient. Why? Because it 
means that the Canadian National Railways and the govern- 
ment would have to report annually to Parliament, and this 
would necessitate a close supervision over the appropriation 
and expenditure of these monies.” 

Senator Lynch-Staunton, who was one of the commis- 
sioners who investigated the transcontinental railway, criti- 
cized the board and the president. “We have the word of the 
leader of the government,” he said, “that the bill is founded 
on the report of the railway board to the government and on 
the government’s investigation of that report. How long has 
this board been in existence? For some months only; and, 
during most of that time, the president has been making 
speeches throughout Canada. As he has gone throughout 
Canada, he has promised new railroads right and left, with- 
out consulting Parliament. What time has he had since he has 
been here to investigate the advisability of building a thou- 
sand miles of railway spread over this vast Dominion? Must 
the government take the assurance on his part that “it is a 
good thing, push it along?” 

Another senator pointed out that it would take $20,000,000 
to equip the proposed railways, and this would only mean more 
deficits. “To my mind,” he said, “one of the considerations 
of most importance is the financial credit of Canada. One of 
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the most valuable assets that Canada has today is the finan- 
cial stability and standing of the Canadian Pacific Railway. 
If this mad competition goes on, and we build lines at public 
expense to run into.every hamlet which the C. P. R. touches, 
God help Canada! . 

“It has been the practice of Parliament that the govern- 
ment should place upon the estimates a statement of the 
specific sums reqpired for the building of such undertakings, 
furnish all information, and, “if the undertaking was not pro- 
ceeded with or the money not expended during the fiscal year, 
the vote would lapse and Parliament would have the oppor- 
tunity of again considering the subject. It would also have the 
right of supervising and scrutinizing minutely the expenditure 
of every dollar. The bill proposes to hand all this over to the 
Canadian National board. 

“The estimate of the cost of construction is less than 
$28,000 a mile. The National Trancontinental was to have cost 
$24,000 a mile. It actually cost $89,000 a mile. That was 20 
years ago, when costs were nearly 50 per cent below ‘what 
they are today. We are safe in concluding that this road can- 
not be built for less, so that this 1100 miles will cost at least 
$100,000,000.” 

The supporters of the government proposing the mea- 
sure, particularly those representing what is known as “the 
Montreal crowd,” or anti-public ownership advocates, were 
equally emphatic in their opposition. Their opposition, how- 
ever, was based on “lack of information, lateness in bringing 
down the measure, and the fact that “this country has been 
brought to the brink of bankruptcy by the building of too many 
railways operated at a loss.” 

The leader of the Senatte said: “I may say that in this we 
have perhaps an object lesson in government ownership. We 
ave ates a free hand to the railway board, and a fair 
trial.’ 

“To operate, not to construct,” said Senator Robertson. 

“IT hope Parliament is not committed to the board of direc- 
tors of the National Railways that it will vote blindly any 
amounts that are asked for the building of railways,” said 
another. “They may be given a reasonably free hand, but 
surely Parliament is entitled to know whether the demands 
made and the expenditures suggested are warranted.” 

President Thornton has commented only briefly. “They 


can have my resignation when they want it,” he is reported to 
have said. 


RELIEF FOR MARITIME PROVINCES 


Fhe Trafic World Ottawa Bureau 


The announcement recently made that the Canadian 
National Railway would shortly take some action toward re- 
moving or reducing the arbitrary rates in Nova Scotia has 
aroused interest as to how those rates were created. Previous 
to confederation of the Canadian provinces in 1867, the route 
in use for shipments from Montreal and points west to the 
Maritime Provinces was by rail to Portland, Maine, thence by 
vessel to points in Nova Scotia and New Brunswick. When con- 
federation was being arranged the people of the Maritime 
Provinces objected for various reasons, one of which was that 
they might jeopardise their markets in the New England States. 
It was agreed, therefore, to build the Intercolonial Railway from 
Halifax to a point on the St. Lawrence River to enable the Mari- 


time Provinces to find a market in the Central and Western 
provinces. 


In the early years of the operation of this road all rates 
between points west of Montreal to St. John and Halifax were 
made up of the regular rates between points west of Montreal 
and that city, plus arbitraries on the basis of 20 cents a hun- 
dred pounds, first-class, scaling down to 10 cents a hundred, 
fifth class, the latter rate covering the bulk of the car-load move- 
ment of manufactured articles. The same arbitraries apply on 
shipments from Halifax and St. John to Montreal and points 


west. The following large increases on the arbitraries have 
taken place since 1915: 


Previous to December 1, 1916—St. John, 20 cents ist class, 
graduated to 10 cents 5th class. Halifax, 22 cents ist class, 
graduated to 11 cents. 


December 1, 1916—Increase of 4 cents and 2 cents. 
24 cents, graduated to 12 cents. 
13 cents. 


March 15, 1918—Increased 15 per cent. St. John, 27% cents, 
graduated to 14 cents. Halifax, 30 cents, graduated to 15 cents. 

August 12, 1918—Increased 25 per cent. St. John, 31 cents, 
Ld aa to 17% cents. Halifax, 26144 cents, graduated to 19 
cents. 

September 13, 1920—Increased 40 per cent. 
cents, graduated to 24% cents. 
to 27 cents 

January 1, 1921—Increase of 10 per cent was reduced to 35 
per cent. St. John, 45% cents, graduated to 23% cents. Halifax, 
50% cents, graduated to 25% cents. 
December 1, 1921—Increase of 40 per cent, reduced to 25 per 
cent. St. John, 42% cents, graduated to 21% cents. Halifax, 47 
cents, graduated to 23% cents. ; 

August 1, 1922—Reduced on Traffic between points West of 
Fort William and points in the Maritime Provinces, to, St. John 


St. John, 
Halifax, 26 cents, graduated to 


St. John, 47% 
Halifax, 53% cents, graduated 





July 7, 1923 


ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


"R. R. De 
. St. P. & S. Ste M. (Soo Line) 
Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the 
ILLINOIS NORTHERN RAILWAY for manufacturing 
and other business. 

Chicago rates apply to and from all industries. 

Our trap car service allows for the handling of 

L. C. L. freight between our industries and McCormick 


Station free of charge, in lots of 6,000 pounds or more, 
thus avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, G. F. A., 606 So. 
Michigan Ave., Chicago, Illinois. 





FREIGHT CAR REPAIR WORK 


We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars In our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service In 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


PENNSYLVANIA CAR COMPARY 
SHARON, PENNSYLVANIA 


New York St. Louls Kansas City Tulsa 
Houston Casper San Franociseo Beaumont 





THE TRAFFIC WORLD 41 


in the way of 


TRAFFIC NEWS SERVICE 


is yours, if you subscribe for the 





THE BEST THERE IS 


TRAREICWORLD 


It contains not only the latest, 
most complete and most 
authoritative traffic news ac- 
counts available, but it pub- 
lishes promptly— 

Rate Committee Dockets 

Tariff Abstracts 

Embargo Notices 

Sixth Section Orders 


and other information the 
value of which is largely de- 
pendent on speed in dissemi- 
nation. - And it is sent by 
first class mail. 


And when you subscribe for 


The Daily Traffic World 
and Traffic Bulletin 


you practically open a Traffic 
Department in Washington; for, 
in connection with your sub- 
scription the Special Service 
Department renders a personal 
service that in itself is worth 
many times the subscription 
price. 




















Ask for sample copies and information 


THE TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago, Ilinois 








| 
ft 





42 THE TRAFFIC WORLD 


24 cents ist class graduated to 12 cents 5th class. 


To Halifax 
28 cents ist class graduated to 14 cents 5th class. 


The people of the Maritime Provinces say that the effect 
of the arbitraries has been that they have been forced to sell 
goods in the west at a very small margin of profit and in some 
cases manufacturers have been put out of business. The gov- 
ernments of Nova Scotia and New Brunswick presented their 
complaints before the Railway Commission in 1921-22, asking 
for a reduction of the arbitraries. The commission ordered that, 
so far as traffic between the Maritime Provinces and points west 
of Fort William was concerned, the arbitraries over Montreal 
should be reduced to 24 cents a hundred pounds first-class, and 
12 cents a hundred, fifth class, for St. John, and 28 cents first- 
class and 14 cents fifth class for Halifax. The reductions 
materially decreased the handicap which the people of the Mari- 
time Provinces complained their competitors in Quebec and 
Ontario had over them for the business of Winnipeg and the 
west, but it gave them no relief so far as business in Quebec and 
Ontario provinces were concerned. It is for this further relief 
they are hoping. 


ROAD REDUCES RATES 


The Trafic World Ottawa Bureau 


The Quebec and Montreal Southern Railway has issued 
circulars announcing a straight reduction of 26 per cent on all 
freight carried on its lines. The railway is a Canadian sub- 
sidiary of the Delaware and Hudson. It is also arranging for 
an alteration of its rates for through freight on connecting 
lines to be effective shortly. 

While the consent of the Board of Railway Commissioners 
must be obtained before any new tariff involving increases 
in rates can become effective, any railway in Canada may 
reduce its rates by merely issuing circulars and new tariffs. 

In the general business depression following the war boom, 
when railway costs increased, the road made heavy losses. 
Even after the Railway Commission granted a general in- 
crease of rates of 25% in August, 1918, the road found that 
owning to post-war conditions, the operating costs actually 
exceeded the receipts, and deficits and debts began to pile up. 
Later on, the road increased its rates by an additional 25%, 
effective not only on local freight but on business handled to 
and from points on connecting lines. In September, 1920, 
the Railway Board granted another increase of 40% to all 
Canadian Railways. This applied to the Q. M. and S., making 
a total increase of considerable proportions. As a result of 
increased revenue from the successive increases in rates as 
well as improved business conditions and decreased cost of 
materials, the road was put on a profit earning basis. Now it 
voluntarily makes a reduction on local and through traffic. 


CANADIAN PACIFIC EARNINGS 


Although the gross earnings of the Canadian Pacific Rail- 
way for May were the greatest of the year and the second great- 
est in the history of the company, the net earnings showed a 
considerable decrease. This is attributed to an unusually large 
increase in working expenses and brings the five months’ show- 
ing of the road down to the lowest figure as to net in over ten 
years. The high gross figures are stated to be due to increases 
in business throughout the country, and heavy expenses on road- 
beds following floods accounts for the poor net showing. The 
statement for the month is as follows: 


1923 1922 Increase 

Gross earnings........ $14,355,538 $13,644,245 $ 691,293 
Working -expenses.... 12,357,291 11,319,732 1,037,559 
MO sctre veriieest $ 1,998,247 $ 2,344,513 Dec. $ 346,266 


For the five months ons May the qumperioen is as follows: 


Increase 

Gross earnings ....... $65,901,574 $62,484,910 $3,416,663 
Working expenses . 58,757,215 55,033,153 3,724,062 
IE. desgdintipstanw anneal $ 7 144,359 $ 7,451,757 Dec. $ 307,062 


EXTENSION OF CROWSNEST RATES 
It is understood that the Canadian government will an- 
nounce the extension of the “Crowsnest rates” on grain and 
flour for another year from July 6. 


CANADIAN SURCHARGE 
The rate of exchange for New York funds quoted by the 
Bank of Montreal from July 1 to 14, inclusive, is 24% per cent. 
The rate of surcharge on international freight shipments for 
the same period is 2 per cent. The surcharge on international 
passenger business will be based on 3 per cent exchange. 


CANADIAN FUEL SUPPLY 


The final report of the parliamentary committee on mines 
and minerals proposes a conference of coal operators, repre- 
sentatives of transportation companies, and of the different gov- 
ernments to discuss ways of providing an independent fuel 
supply for Canada, An educational campaign is suggested to 
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convince the public of the necessity for making Canada self- 
sustaining in the matter of coal. In the matter of traasportatiom 
rates on coal to central Canada from the mines east and west,. 
the committee recommends that the government undertake an 
independent investigation to ascertain the actual cost- “We 
believe that our National Railway should carry coal at cost in 
this crisis,” says the report, “and your committee suggests: that 
the rates quoted are not cost rates, but much higher.” 


CANADIAN NATIONAL EARNINGS 


Gross earnings of the Canadian National for the week end- 
ing June 21 were $4,636,147, being. an increase of $312,963, or 


16 per cent, as compared with the corresponding period last 
year. 


CANADIAN RAILWAY GROWTH 
The Natural Resources Intelligence Service (of Canada) 
is responsible for some comparative statistics of Canadian rail- 
way growth just issued. Growth in mileage is shown as follows: 


Miles Capital 
MEER Ba yoes 4. Peles clans biog ae Otwk s Cole 2,695 $ 257,035,188 
ED x cline hase eee hin tte tie Wien let scotmaeprae ele ha teks 25,400 1,528,689,201 
WE. oo ethen scone cs partes Ceenalewes 37,434 1,893,125,774 
BR: Biba tis Ged ek heed BES el one cee 39,841 2,164,687,636 
Earnings and operating costs grew as follows: 

Earnings Expense 
tO Rn ee a ee ee ee ee $261,888 654 $180,542,259 
po es oe ee ee ee ee ee) oe 458,008,891 422,581,205 

Growth in passenger and freight traffic: 
Freight 
Passenger Tonnage 
TORE usexieccneeus «tans Hdokladd dos-+% 18,385,722 36,999,371 
I~ eso esters fo uaiacd, cy ge te sree es Ac ark uh aa 37,097,718 78,884 282 
BD wdswocek 408 o0ee6'v.c cadeee ce aewrore 51,318,422 127,429,154 


CAR SURPLUS AND SHORTAGE 


The average daily shortage of freight cars in the period 
June 8-14 was 12,787, according to the car service division of 
the American Railway Association, as compared with 12,927 in 
the preceding period. The average daily surplus was 51,988, as 
compared with 41,106 in the preceding period. 

The shortage was made up as follows: Box, 1,634; auto and 
furniture, 63; total box, 1,697; flat, 1,545; gondola, 3,845; hopper, 
5,492; total all coal, 9,257; coke, 18; S. D. stock, 23; D. D. stock,, 
.42; refrigerator, 82; tank, 98; miscellaneous, 25; total, 12,787. 

The surplus was made up as follows: Box, 27,770; venti- 
lated box, 70; auto and furniture, 2,020; total box, 29,860; flat,. 
576; gondola, 2,760; hopper, 369; total, all coal, 3,129; coke, 54;: 
S. D. stock, 5,779; D. D. stock, 444; refrigerator, 11,636; miseel- 
laneous, 510; total, 51,988. 


Canadian roads reported a shortage of 200 box and 400 flat 
cars. 


The average daily surplus of freight cars in the period June: 
15-22 totaled 58,671 cars as compared with 51,988 cars in the 
preceding period, while the average daily shortage was 11,896 
as compared with 12,787 cars in the preceding period, accord- 
ing to the car service division of the American Railway Asso- 
ciation. 

The surplus was made up as follows: Box, 32,875; venti- 
lated box, 135; auto and furniture, 1,725; total box, 34,735; flat, 
414; gondola, 3,673; hopper, 596; total, all coal, 4,269; coke, 46; 
S. D. stock, 6,646; D. D. stock, 411; refrigerator, 11,769; miscel- 
laneous, 381; total, 58,671. 

The shortage was made up as follows: Box, 1,987; ventilated 
pox, 7; auto and furniture, 60; total box, 2,054; flat, 1,578; 
gondola, 3,529; hopper, 4,447; total all coal, 7,976; coke, 41; 
S. D. stock, 30; D. D. stock, 42; refrigerator, 63; tank, 93; mis- 
cellaneous, 19; total, 11,896. 


Canadian roads reported a shortage of 200 box and 400 flat 
cars. 


NEW ROLLING STOCK 


From June 1 to June 15 this year, 4,934 new freight cars 
were placed in service by the railroads of the country, accord- 
ing to the car service division of the American Railway Asso- 
ciation. This brought the total number of new freight cars 
placed in service since January 1, 1923, up to 70,594. A total 
of 143 new locomotives were also delivered and placed in serv- 
ice during the first 15 days in June, which brought the total 
number of new locomotives delivered since January 1, 1923 to 
1,840. 

Of the total number of new freight cars delivered by car 
builders to the railroads, new box cars numbered 29,384; new 
refrigerator cars, 8,406 and new coal cars, 28,757. The railroads 
on June 15 also had on order and awaiting delivery, 104,068 
new freight cars, while they also had on order on the same 
date 1,993 new locomotives. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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Consult us regarding your 


WAREHOUSING 
| nes STORAGE 
En DISTRIBUTION 


| Man" Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 


Total General Storage Capacity 
10,329,000 Cubic Feet 


of 
BATTERY 
Wharfage and Dockage “ce 


Free Stores 
Customs Bonded Stores 
Internal Revenue Bonded Stores 


MEMPHIS, TENN. 


AT MEMPHIS, TENNESSEE 
The South’s Most Centrally Located Distributing Center 


SERVED BY 
TEN RAILROADS MISSISSIPPI WARRIOR SERVICE 


THE MEMPHIS TERMINAL CORPORATION 


200 ACRES CONCRETE WAREHOUSES—TRACKAGE FACILITIES 500 CARS 
FOR 
STORAGE REHANDLING SHIPPING 
ALL CLASSES OF MERCHANDISE 
UNEXCELLED SERVICE LOWEST RATES 
POOL CAR SPECIALISTS—WE SERVE TO SATISFY 


Negotiable Warehouse Receipts Issued 


MEMPHIS TERMINAL CORPORATION 


Gen’! Offices, 15th Floor, Central Bank Bldg., MEMPHIS, TENN. 


Member American Warehousemen’s Association 





For 16 Years the World’s Largest Cotton Warehouse Operators 
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Personal Notes 





A. W. MacLaren, of Chieago, has been elected president of 
the Oklahoma Belt Railroad Company—a belt line connecting 
the trunk lines 
and Packing- 
town district at 
Oklahoma City, 
Oklahoma. Mr. 
MacLaren was 
formerly general 
traffic manager 
of Morris and 
Company and is 
now  vice-presi- 
dent of the Chi- 
cago ;\Bearing 
Metal Company. 
He began his 
railroad career 
with the Big 
Four at Cincin- 
nati, in the ac- 
counting depart- 
ment; then be- 
coming. chief 
clerk in the. gen- 
eral passenger 
department, un- 
der Warren J. 
Lynch in 1899. 
In 1902 he was 
made secretary 
to President M. 
E. Ingalls of the 
Big Four and C. 
& oO. railroads. 
In 1905, on the 
consolidation of 
the Big Four 
and New York 
he became assistant to the vice-president of traffic 





Central, 
George J. Grammer, at Chicago, of the consolidated New York 
Central Lines, and on the death of the latter was transferred to 
New York as assistant to Charles F. Daly, who assumed the 


vice-presidency of the New. York Central in 1907. In 1910 he 
left the New York Central to join the packers as general traffic 
manager of Morris & Company. He has had a wide experience 
in the transportation field throughout the eastern and western 
country. For many years he was very prominently connected 
with the National Industrial Traffic League and other transpor- 
tation organizations. He was trained for the practice of law 
and was admitted to practice before the Ohio bar. 





A. H. Dorman has been appointed traffic manager for the 
Struthers-Ziegler Cooperage Company of Detroit. 

W. J. Keller has been appointed assistant general freight 
agent of the New York Central at Cleveland, following the 
promotion of B. J. Torbon. 

George H. Gardner has been appointed assistant general 
attorney of the Chesapeake & Ohio, with headquarters at Rich- 
mond, Va. He was formerly in the legal department of the 
Louisville & Nashville and for the last year has served as 
attorney-examiner of the division of finance of the Interstate 
Commerce Commission. 

W. A. Staley, traveling agent for the Cotton Belt at El 
Paso, has been transferred to the same position at Los Angeles. 
Wade Cunningham, Jr., will succeed him at El Paso. 

Following the death of T. F. Hartnett, W. F. Benning has 
been appointed division freight agent for the C. C. C. & St. L. 
and the Evansville, Indianapolis & Terre Haute at Indianapolis. 
Mr. Benning was formerly division freight agent at Toledo, to 
which post J. H. Stevenson has been appointed. The office of 
general agent at Detroit, formerly held by Mr. Stevenson, will 
be held by A. C. Braun. T. P. Stabler has been appointed gen- 
eral agent at Dayton, from which position Mr. Braun was 
promoted., 

W:. M. Barrow has resigned as assistant general attorney 
in charge of litigation of the Louisiana Railroad Commission 
in order to devote his time to private practice before the courts 
and the Commission in rate and traffic matters. 

H. A. Lowry has been appointed general agent of the Texas 
& Pacific, with headquarters at Pittsburgh, following the res- 
ignation of W. J. Mitchell. 

J. P. Patterson has been appointed division freight agent 
for the New York Central, with headquarters at Toledo, follow- 
ing the promotion of W. J. Keller. 


The Railroad Administration announces that George N. 
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DeGuire has been appointed manager of the department of 
equipment to fill the vacancy created by Frank McManamy’s 
appointment to the Interstate Commerce Commission. 

T. S. Taber has been placed in charge of the newly created 
office of district freight and passenger agent for the Interna- 
tional Great Northern at El Paso. He was formerly traveling 
freight and passenger agent at Fort Worth. 

S. S. Baker has resigned as traffic manager for the Kra- 
kauer-Zork Company, at El Paso, to become chief clerk in the 
International Great Northern office there. His old position will 
be filled by A. G. Breard, who was assistant traffic manager. 

W. M. Orr has been made general freight and passenger 
agent for the Erie, following the transference of H. S. Snyder. 
The following appointments have also been made: Thomas H. 
Martin, commercial agent at Columbus; Claude C. Nelson, com- 
mercial agent at Milwaukee; Oliver R. Davies, general agent at 
Indianapolis; Lawrence H. Mann, general agent at St. Louis; 
John G. Hill, general freight agent at Chicago; Charles Patton, 
commercial agent at Birmingham. 

The office of director of traffic on the San Antonio, Uvalde 
& Gulf, has been abolished following the resignation of S. C. 
Griffin. Traffic matters: on the road will hereafter be handled 
by R. H. Schultz, traffic manager, at San Antonio. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago has received a letter from Chair- 
man Meyer, of the InterstateCommerce Commission, in reply 
to its letter of May 14, asking the Commission to take notice 
of an article publishéd in the Iowa Labor News to the effect 
that the railroads have sequestered billions of dollars of earn- 
ings. Chairman Meyer said it was the unanimous opinion of 


the Commission that no public notice should be taken of the 
article. 


The Traffic Club of Cleveland held its eleventh annual out- 
ing and election of officers at Nela Park, June 18, with an at- 
tendance of about 300,-including several members of the Akron 
Traffic Club. The following officers were elected: President, 
Frank P. Barr; first vice-president, A. Z. Baker; second vice- 
president, H. R. Rodgers; secretary, R. A. Morman; treasurer, 
M. B. Schoenweg. Members of the board of governors for two 
years: for the railroads, N. G. Goldenbogen, J. C. O’Boyle; for 
the industrials, F. A. Gideon, A. J. Henderson, J. C. Sennett. 


The Transportation Club of Peoria held its annual picnic at 
the Country Club June 26, with an attendance of 250. Golf, a 
battle royal, a tug of war and horseshoe pitching provided di- 


version in the afternoon. A banquet was served in the evening 
at the Automobile Club. 


The Traffic Club of Elmira held a joint meeting July 6, with 
the Chamber of Commerce and the local Rotary, Kiwanis, and 
Exchange clubs. The principal address was made by W. J. L. 
Banham, traffic manager for the Otis Elevator Company, who 
spoke on “Transportation Problems of Today: and the Future.” 


The Traffic Club of Atlanta held its annual election June 
29 and laid plans for increased membership and activity. J. W. 
White, sales manager for the Duckworth Sulphur, Copper and 
Iron Company, was elected president. J. L. Edwards, assistant 
to the receiver of the A. B. & A. Railway, was elected first vice- 
president, and M. M. Emmert, traffic manager for the Coca Cola 
Company, second vice-president. T. B. Curtis, general agent of 
the C. & W. C. Railway, was elected secretary. C. E. Cotterill, 
general council of the Southern Traffic League; S. P. String- 
fellow, assistant freight traffic manager of the Seaboard Air 


Line; and H. G. King, transportation agent for the Georgia 
Railway and Power Company, were elected to the board of 
governors. 


The Traffic Club of Jacksonville will hold its monthly meet- 
ing in the club rooms, Seminole Hotel, Monday evening, July 
9. The business session will be followed with a smoker, includ- 
ing refreshments and music. A boat ride on the St. John’s 
River is in prospect this month for members and their families. 


The Traffic Club of Kansas City will hold a basket picnic 
at the Ivanhoe Country Club August 24. A ball game, prize con- 
tests, and dancing will provide entertainment. 


The Traffic Club of Utica will hold its third annual outing 
July 26, at Trout Brook Inn, Barnaveld, N. Y., where a chicken 
and frog leg dinner will be served. A program of sports, in- 
cluding a base ball game between railroad and industrial mem- 
bers, will be held in the afternoon. 


The Traffic Club of the Jamestown Chamber of Commerce 
held its monthly dinner June 20 at the Lakewood Inn on Chau- 
tauqua Lake. Robert E. M. Cowie, vice-president of the Amer- 
ican Railway Express Company, spoke on “Express Service—A 
Romance in Transportation.” Other speakers were J. H. Butler 
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The Great TERMINAL 


of the 
World’ Great Port 


Now Ready for Business 


OCATED advantageously on the Jersey 

‘, Shore, this terminal is the latest addition 

to the Lehigh Valley Railroad Company’s 

growing freight facilities in New York Harbor. 

It is the last word in a combination rail and 
water terminal. 


This new unit includes a pier 3,540 feet 
long, 400 feet wide, with 35 feet-of water at 
low tide. 


The facilities include an open dock of 80 
cars capacity and a 30-ton electrically-operated 
Gantry Crane; an Ore Dock 1,540 feet long 
for the handling of iron ore and similar bulk 
freight equipped with two unloaders of 15-ton 
and 5-ton capacity, operated electrically, and 


able to load 400 cars from boats every twenty- 
four hours; a double-decked storage warehouse 
and pier nearly 1,000 feet in length and 127 


feet in width, with a storage capacity of 600 
cars. 


The warehouse is constructed of steel, con- 


crete and wire glass, absolutely fireproof 
throughout. 


An attractive booklet describing this ter- 
minal in detail has been issued by the Lehigh 
Valley Railroad. Copies of this booklet and 
any further information will be gladly fur- 
nished by any Lehigh Valley representative, 
or by M. J. Ormond, General Eastern Freight 
Agent, 143 Liberty St., New York City.” 


This terminal offers exceptional advantages for the 
storage-in-transit of both east and westbound freight. 


The low rate of insurance in the warehouse and the 
low storage rates assessed make storage-in-transit at 
this terminal a desirable arrangement. 
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of New York, manager of the American Railway Express Com- 
pany loss and damage department; C. T. Williamson, of Buffalo, 
manager of the American Railway Express Co.; C. T. Earl, 
superintendent at Buffalo of the American Railway Express Co.; 
G. K. Ryan, of Oil City, superintendent of the American Rail- 
way Express Company, and G. C. Manning of Youngstown, gen- 
eral freight agent of the Erie. 


At the annual election of the Traffic Club of Sioux City, T. 
A. Lewis succeeded W. H. Marriott as president; H. E. Gordon 
succeeded T. A. Lewis as vice-president; O. Tronvold was re- 
elected secretary-treasurer. 


The Traffic Club of Chicago, at a meeting July 6, ratified 
the three resolutions adopted by the delegates to the Associated 
Traffic Clubs of America against railroad consolidation, for 
better conduct of their public relations by the carriers, and 
against the Warfield car-pooling plan. The resolution of the 
association referring to Commission appointments was defeated, 
after a warm debate, by a divided vote. 


BAD ORDER CARS 


Fewer freight cars are now in need of repair than at any 
time since January, 1921, according to reports filed by the car- 
riers with the car service division of the American Railway As- 
sociation. These reports showed that on June 15 this year 
200,784 freight cars of various kinds or 8.9 per cent of the total 
number on line were in need of repair. This was a decrease 
of 10,982 since June 1, at which time there were 211,766 or 9.4 
per cent. 

Of the total number, 150,540 freight cars were in need of 
heavy repair, 5,024 less than on June-1. There were also 50,244 
freight cars in need of light repair, which was a decrease of 
5,958 compared with the number in need of such repair at the 
beginning of the month. During the first 15 days in June, 1,280,- 
277 freight cars were repaired and turned out of the shops. This 
was an increase of 102,320 freight cars over the number re- 
paired during the period extending from May 15 to June 1. 


TRANSPORTATION MEETINGS IN THE SOUTH 


Possibility of a freight car shortage next fall and meas- 
ures to obviate such a situation, as far as possible, are among 
the principal matters to be considered at meetings of the South- 
east Regional Advisory Board of the American Railway Asso- 
ciation, car service division, in Chattanooga, July 10, and of 
the Southwest Regional Advisory Board in Ft. Worth, Tex., 
July 12. A call for the Southeast Regional Advisory Board 
meeting has been issued by A. G. T. Moore, chairman, who 
also announced that the Southwest regional board had been 
called to meet in Ft. Worth. In addition to the possibility of 
a car shortage the two regional boards will consider other 
transportation matters of interest to shippers and carriers 
in the South 


REVENUE FREIGHT LOADING 


Although still above the million mark, revenue freight load- 
ing showed a slight decline the week ended June 23, the total 
number of cars having been 1,002,740 as against 1,007,253 in the 
preceding week, according to the weekly report of the car serv- 
ice division of the American Railway Association. 

Coal loading declined from 187,009 in the week ended June 
16 to 183,350 cars in the week ended June 23, and miscellaneous 
loading dropped from 343,410 to 340,841 cars. Ore loading in- 
creased from 79,298 to 82,041 cars. 

Loading by districts in the week ended June 23 and in the 
corresponding week of 1922 follows: 


Eastern district: Grain and grain products, 6,604 and 9,237; live 
stock, 3,016 and 2,805; coal, 54,111 and 8,204; coke, 3,931 and 1,694; 
forest products, 7,120 and 5,440; ore, 9,760 and 6,044; merchandise, L. 
Cc. L., 66,401 and 71,053; miscellaneous, 97,238 and 88, 299; total, 1923, 
248,181; 1922, 192,776; 1921, 186, 

Allegheny district: Grain ve ‘grain products, 1,976 and 2,125; live 
stock, 2,630 and 2,387; coal, 58,228 and 19,029; coke, 7,523 and 4,714; 
forest products, 3,858 and 3,325; ore, 17,201 and 12,028; merchandise, 
Il. C. L., 47,1388 and 52,762; miscellaneous, 85,230 and 77,012; total, 
1923, "223, 784; 1922, 173, 382: 1921, 159,428. 

Pocahontas district: Grain ‘and grain products, 204 and 183; live 
stock, 186 and 129; coal, 25,412 and 31,460; coke, 459 and 260; forest 
products, 2,030 and 1,680; ore, 214 and 25; merchandise, L. C. L., 
6,464 and 6,357: miscellaneous, 4,947 and 4,021; total, 1923, 39,866; 
1922, 44,115; 1921, 36,169. 

Southern district: Grain and grain products, 3,341 and 3,176; live 
stock, 2,253 and 2,360; coal, 20,589 and 23,600; coke, 1,324 and 828; 
ely 8 Drees 23,022 and@ 19,565; ore, 1,812 and 1,143; merchandise, 
I. 8,218 and 36,952; miscellaneous, 40,365 and 39,140; total, 
1523: "130, 924; 1922, 126,764; 1921, 111,773. 

Northwestern district: Grain and grain products, 9,211 and 9,343; 
live stock, 8,749 and 8,497; coal, 7,901 and 5,910; coke, 1,007 and 1,536; 
forest products, 22,165 and 19,071; ore, 49,543 and 41, 703: merchandise, 
L. C. Is, 31,853 and 31,315; miscellaneous, 37,632 ‘and 36,640; total, 
1923; 168,081; 1922, 154, 015; 1921, 116,171. 

Central Western. district: Grain and grain products, 8,851 and 
10,235; live stock, 10,068 and 11,298; coal, 13,089 and 5,234; coke, 435 
and 246; forest products, 12,772 and 7,431; ore, 2,990 ‘and 2,299: 
merchandise, L. C. L., 35,409. and 35,589; miscellaneous, 52,560 and 
18,362; total, 1923, 136,174; 1922, 120,694; 1921, 109,159. 

Southwestern district: Grain and grain products, 3,771 and 3,831; 
live stock, 2,399 and 2,437; coal, 4,020 and 2,767; coke, 149 and 164; 
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forest sPepsects, 7,081 and 7,263; ore, 521 and 456; merchandise, Cc. 
L., .920 14,323; miscelianeous, 22,869 and 23,334; eee "1923; 
55, "230° 1922, 4 15; 1921, 55,907. 

Total, all roads; Grain and grain products, 33,958 and 38,130; live 
stock, 29°251 and 29,913; coal, 183,350 and 96, 204; coke, 14, 828 and 
9,442; forest products, 78,068 and 63, 775; ore, 82, 041 and 63 ,698; mer- 
chandise, L. C. L., -240,403 and 248, 351; miscellaneous, 340, 841 and 
316,808; total, 1923, 1,002, 740; 1922, 866,321; 1921, 775,447. 


Loading of freight cars this year to date, compared with 
that of the two previous years, follows: 


923 1922 921 

Month of January: ....5s....c000- 3,380,296 2,785,119 2,823,759 
Month of February ............... 3,366,965 3,027,886 2,739,234 
MOnth OF MOreh <5... wes eeeeeee% 583,162 ,088,132 3,452,941 
bet eg OP, SS eel ae 3,763,963 2,863,416 2,822,713 
i es er 4,873,427 3,841,683 3,733,137 
WEOE Or NO: 8 on... cece cetiosvigh 1,013,249 836,208 87,283 
WGN OS. SUMO. 16 0. cence ven 1,007,253 848,657 775,328 
WOME COR SOMO. OR. .ck ccs cy ecw cnce 1,002,740 866,321 775,447 

Total for year to date........ 22,991,055 19,157,422 17,909,842 


In The Traffic World of June 23 page 1510, under the 
heading, “Revenue Freight Loading,” incorrect totals were given 
for the week ending June 9 under the division of “Total, all 
roads,” The figures given were the totals for the years 1922 
and 1921, and those for 1923 were omitted, but as printed the 
totals were said to be for 1923 and 1922. The figures should 
have been as follows: (for 1923 and 1922). 

Total, all roads: Grain and grain products, 34,390 and 
39,977; live stock, 32,723 and 29,553; coal 190,149 and 94,673; 
coke, 14,804 and 8,973; forest products, 76,380 and 60,607; . ore, 
76,092 and 45,455; merchandise, L. C. L., 242,766 and 246,041; 
miscellaneous, 345,945° and 310,889; total, 1923, 1,013,249; 1922, 
836,208; 1921, 787,283. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Western Maryland to 
assume obligation and liability in respect to $1,500,000 of equip- 
ment trust certificates to be sold at not less than 95.87 per 
cent of par in connection with the procurement of equipment. 

The New York, Chicago & St. Louis, in a supplemental 
order, has been authorized to assume joint amd several obli- 
gation and liability, as guarantor, in respect to $15,000,000 of 
5 per cent first mortgage sinking fund gold bonds, which the 


Cleveland Union Terminals Company was heretofore authorized 
to issue. 


SETTLEMENTS WITH RAILROADS 


The United States Railroad Administration has made the 
following settlements: Kansas City Northwestern, $434,715.51; 
Union Terminal Company, Dallas, Tex., $45,000, and Cimarron 
& Northwestern, $2,000. 

The Missouri, Kansas & Texas of Texas, in settlement of 
the account between itself and the government, has paid the 
Director-General $3,600,000. 

The Commission has certified to the Secretary of the 
Treasury that the following amounts are due to railroads under 
section 204 of the transportation act: Angelina & Neches, $25, 
091.92; overpaid $4,908.92; Ouachita & Northwestern, $30,458.56. 

It has certified that under section 209, $100,000 might be 
paid to the Boston & Maine, on account, as a partial payment. 

The Commission has. certified to the Secretary of the Treas- 
ury that $255,545.05 is due the Union Railway Company of Ten- 
nessee in final settlement of the guaranty for the six months 
following federal control. It has also certified that $29,312.36 
is due the Boyne City; Gaylord & Alpena in reimbursement of 
its deficit during federal control. 


INTERLOCKING DIRECTORATES, ETC. 


J. F. Maguire has been authorized by the Commission to 
hold the position of*director of the Pennsylvania & New York 
Canal & Railroad Company in addition to various positions 
previously authorized. 

Arthur J. Ronaghan has been authorized to hold the posi- 
tions of director of the Bingham & Garfield Railway Company 
and Ray & Gila Valley Railroad Company in addition to pre- 
vious authorizations. 

Charles V. Jenkins has been authorized to hold the office 
of director of the Nevada Northern Railway Company in addi- 
tion to the offices previously authorized. 

Clark Dillenbeck has been authorized by the Commission 
to hold the position. of assistant chief engineer of the Peoples 
Railway Company in addition to positions previously author- 
ized. R. Boone Abbott has been authorized to hold the position 
of assistant general superintendent of the same road, in addi- 
tion to the previous authorizations granted to him. 





DALLAS TERMINAL NOTES 


The Union Terminal Company of Dallas, Tex., has applied 
to the Commission for authority to extend the maturity date 
on $510,000 of 6 per cent mortgage notes from October 10, 1924, 
to the same date in 1924. 


July 
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You will recognize these cities with their dependent territories A, manna nennemmenemenrenen 
as being logical centers in which to carry spot stocks, to be sent ¢ 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 
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Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. _A traffic man of long experience 
and wide knowledge will answer questions rong Bay practical traffic 
blems. We do not desire to take the place of traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to’ answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


ens 


Liability of Carrier for injury to Perishable Goods Held Await- 
ing Acceptance by Consignee 


West Virginia—Question: A car containing perishable 
freight arrived at destination Friday evening, consignee being 
notified Saturday morning. On account of consignee having 
been refused credit because of delay in payment of freight 
charges on previous shipments, the carrier would not place 
the car until charges had been paid. The charges were paid 
at 12 o’clock Saturday. The consignee made an effort to have 
the car placed Saturday afternoon by calling the yard office 
and local freight office during the afternoon, but without result. 
The person answering the telephone in the yard office advised 
that there was no record of the car and the person answering 
the telephone in the local freight offices advised that the yard 
office should know about the car. The consignee’s crew went 
off duty and closed the warehouse at 5 o’clock Saturday after- 
noon, at which time car had not been placed. 

The consignee found the car on the siding Monday morn- 
ing without ice in bunkers, vents closed, and lading damaged. 

Please advise who is responsible for the delay and damage. 

Answer: While the delay on the part of the shipper in 
paying the freight charges contributed to the delay in the placing 
of the car, a carrier may not, without incurring liability for 
damages, either during or after the expiration of free time 
neglect to properly care for freight which it has accepted for 
transportation. 

During the period of free time its liability is practically 
that of an insurer, subject to certain exceptions, i. e., loss or 
damage which results from an act of God, the public enemy, 
the inherent nature of the goods, etc. After the termination 
of the period of free time and of the carrier’s liability as such, 
it becomes liable as a warehouseman until the goods are taken 
by the consignee or owner. As a warehouseman the carrier is 
bound to use ordinary care in the keeping of goods, and will be 
liable for negligence causing injury thereto. This, however, is 
the extent of its liability. A much lighter degree of responsi- 
bility rests on the carrier, after the function of carriage is 
deemed by the law to have been completed, and its relation to 
the property and the owner thereof has assumed the character 
of that of mere custodian. The carrier is then liable only for 
such losses or injuries as are shown to have resulted from 
the want of ordinary care on its part—such care as men of 
reasonable prudence ordinarily exercise for the safety of their 
own goods under such circumstances. It has, however, no right 
to abandon the goods to destruction or unnecessarily to expose 
them to loss or damage. , 

Routing—Liability of Carrier for Forwarding via Higher Rated 
Route Without Instructions from Shipper. Shipment Routed 
via Embargoed Route 
New Jersey.—Question: A carrier “X” accepts at point “A” 

a shipment consigned to ourselves at point “B,”’ for terminal 

delivery by line “Y,” which has an embargo against connections. 

The shipment is rerouted by line “X” to arrive via a ter- 
minal line other than that shown on the bill of lading, neces- 
sitating cartage charges. In your opinion, is the initial carrier 
liable for additional trucking charges paid under Conference 
Ruling 474? 

Answer: While the Commission has held that a route justi- 
fiably embargoed against certain traffic is not vailable to a 
shipper tendering such traffic (North Packing & Provision Co. 
vs, Director-General, 73 I. C. C. 749), it has also held that where 
a shipment reaches a junction with a connecting line, whicn 
shipment is consigned to a point against which an embargo has 
been laid, and the carrier forwards the shipment via another 
route over which a higher rate applies, and takes this action 
without instructions from the shipper, the initial carrier is liable 
to the shipper for the resulting increase in the transportation 
charges. See Conference Ruling No. 82 and cases cited therein. 
Under this ruling the cartage charges which accrued should be 
refunded by the carrier at fault. 

Notice of Intention to File Claim Sufficient Compliance with 

Provisions of Section 20 of Bill of Lading 

Georgia.—Questicr: About one year ago we had a carload 
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of onions in interstate movement which was badly damaged in 
transit. Upon arrival of shipment we filed notice with railroad 
that we would file claim in the usaul manner as soon as papers 
could be assembled. Upon presentation of: all claim papers 
ofter the six months’ period had expired the carriers now state 
that they cannot consider the claim, inasmuch as same was 
not filed within the six months’ period as per bill of lading pro- 
vision. This is the first we ever heard of a carrier declining 
to consider claim, when regular notice had been filed within 
the six months’ period. We feel absolutely confident that the 
railroad’s position is wrong, but want you to cite us to a decision 
of some court whereby the filing of a notice has been ruled as 
sufficient to enable claimant to later file regular claim. 

Answer: Section 20, paragraph 11, of the interstate com- 
merce act, reads in part as follows: 


Provided, further, that it shall be unlawful for any such com- 
mon carrier to provide by rule, contract, regulation, or otherwise, 
a shorter period for giving notice of claims than ninety days, for 
the filing of claims than four months, and for the institution 
of suits than two years, such period for institution of suits to 
be computed from the day when notice in writing is given by 
the carrier to the claimant that the carrier has disallowed the 
claim or any part or parts thereof specified in the notice. 


Section 2, paragraph B, Consolidated Classification No. 8, 
reads as follows: 


Claims for loss, damage, or injury to property, must be made 
in writing to the orginating or delivering carrier or carriers 
issuing this bill of lading within six months after delivery of 
the property, (or in case of export traffic, within nine months 
after delivery at port of export) or, in case of failure to make 
delivery, then within six months (or nine months in case of 
export traffic) after.a reasonable time for delivery has elapsed; 
provided that if such loss, damage, or injury was due to delay 
or delay or damage while being loaded or unloaded, or damaged 
in transit by carelessness or negligence, then no notice of claim 


nor filing of claim shall be required as a condition precedent to 
recovery. 


In our opinion you are correct in your understanding that 
the writing of a letter to a carrier describing the particular 
shipment and advising that a claim will be presented in due 
course, covering loss, damage or delay to the shipment in ques- 
tion, if such advice is given to the carrier within six months 
after the delivery of the shipment, will protect your interests in 
the event it is necessary to file suit, even though a formal claim 
is not presented to the carrier within the six months’ period 
after delivery of the shipment. See the decision of the Supreme 
Court of the United States in the Blish Milling Co., 241 U. S. 
190, page 1024 of the May 21, 1916, issue of The Traffic World. 

While the above referred to case does not specifically pass 
upon the point you make, the case of Cudahy Packing Co. vs. 


.Bixby, 206 S. W. 865, does. We are quoting below from page 


867 of this decision, which, in our opinion, clearly stated the 
law: 


It is true, the letter in the case at bar says the shipper ‘will 
file claims,’’ and in Kidwell vs. O.8.L., 208 F.i, the United States 
Circuit Court of Appeals said that “to impart the information 
that a claim will be presented is not to present a claim.” But 
it was there speaking of an oral claim or of a claim which did 
not inform the carrier of either the nature, extent, amount, or 
cause of damage nor afford any definite facts upon which an 
investigation might be had nor which showed that one was 
required. Even if this last decision may be regarded as con- 
struing the stipulation for notice in the shipping contract as 
“requiring a more formal notice’? than the letter in the case at 
bar, yet the United States Supreme Court does not construe the 
stipulation as requiring such exact nicety and definite formality 
as is involved in the presentation of a bill for the damage. If 
the notice specifies the shipment, so that the carrier may readily 
identify it, and apprises the carrier of “the character of the 
claim,” and discloses that an investigation is necessary and 
affords opportunity for that to be done, it is sufficient. Besides, 
the notice in the Blish Case, as in the one at bar, said “we will 
make claim.” As bearing on the view that the Supreme Court 
of the United States gives to this stipulation in shipping con- 
tracts a reasonable and practical rather than a technical, con- 
_ see also St. L. I. M. & S. Ry. Co. vs. Starbird, 243 U. 5S. 


See also the case of Bronstein vs. Payne, Director-General, 
113 Atl. 648, decided by the Supreme Court of Maryland, March 
3, 1921, on page 650 of which the court said: 


And while the notice need not be in any particular form, it 
must nevertheless possess the characteristics of a claim; that 
is to say, it must amount to a demand for compensation, or it 
must ty notice of an intention to claim compensation for loss 
suffered. 


Demurrage—Bunching 


Ohio.—Question: I notice on page 1516 of The Traffic World, 
dated June 23, 1923, you answer a question about bunching and 
say that no charge shall be collected on cars that are bunched. 

How do you make that statement agree with rule 8, section 
B, of the present demurrage tariff 4-C, I. C. C. 1340, issued by 
B. T. Jones, effective January 1, 1923, which states that the 
bunching claim shall be supported by the paid demurrage bill 
as evidence that the bill as originally rendered has been paid. 
Would say also, that this rule had been in effect since July 1 
1922. 

Answer: It is true that in accordance with rule 8 of the 
Uniform Demurrage Rules, in order to secure a refund of demu! 
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Unfetter the Expansion 
of Your Business! 


Can you expect to extend your lines of market conquest to 
the limit of your productive capacity, or are you hampered 
in your field of operations because transportation between 
your present location and the more removed markets is 
too slow or too expensive to enable you to invade them 
with profit? 

If your scope of operations is approaching such a limita- 
tion, turn your attention to Port Newark—a factory and 
warehouse development at the very gateway to America, 
in the midst of her greatest market area, and within easy 
reach of every important city of the nation. 

Port Newark is only eight miles from New York City. Baltimore, 
Philadelphia and Boston are within overnight trucking distance. 


Many of the richest New England markets can be reached in a few 
hours. There is regular all-water transportation service between 


‘Port Newark and Buffalo and the Lake ports. Seven trunk line 


railroads, actually connected with the Port Newark factory sites, 
furnish swift all-rail shipping facilities to every city of the interior. 


Superor situation with respect to markets is only one of many ad- 
vantages offered by Port Newark. The whole story is told in a 
booklet which will be worth your careful study. That booklet will 
be sent to you upon request. Write for it now. 


THOS. L. RAYMOND, Director 


Department of Public Improvements 


NEWARK, NEW JERSEY 
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rage assessed on cars which are bunched the paid demurrage 

bill, in addition to a statement showing date and point of ship- 

ment of each car involved in the claim, must support the claim. 
Liability of Carrier for Loss of Coal 

Minnesota.—Question: A firm had a car of coal shipped from 
Herrin, Ill., to “H,” Minn. Car weight at mine 78,600 pounds, 
and also the same car weighed again at “Y” with same weight. 
When car reached “H” only 76,095 pounds was in the car. This 
was ascertained by wagonloads, and carrier claims these weights 
are not évidence enough to prove that there was shortage, a 
differencevof 2,500 pounds, for which a claim was filed December 
18, 1922-"'Claim was declined May 23, 1923, and all papers re- 
turned. ~ 

Please give any decision that you know of that will show 
that wagonloads are sufficient evidence of a shortage. Coal was 
bought f. o. b. shipping point, and paid for on mine weight. 

Answer: A carrier is liable for any loss of goods resulting 
from its negligence in transporting a shipment and proof of the 
fact that a certain amount of coal was delivered to the carrier 
at point of origin and that a lesser amount was received at des- 
tination make a prima facie case, the burden being on the carrier 
to show that the loss occurred from some cause for which the 
carrier is not liable. See Baker vs. Dittlinger Roller Mills Co., 
20 S. W. 789, which, while not covering a shipment of coal, 
states the principle which governs the carrier’s liability. 

We know of no decision which passes upon whether or not, 
where a difference between the origin and destination weight 
exists, wagon weights obtained at destination are or are not 
sufficient evidence to show a loss of coal in transit. The Commis- 
sion has, however, as a rule not sustained a shipper’s allegation 
of over charge in weight where the only evidence was that a 
lower weight at destination as obtained on wagon scales, and 
where it appeared that the weights applied by the carrier 
were obtained on railroad track scales under the supervision of 
one of the weighing associations. See M. W. Cardwell vs. C. 
R. I. & P. Ry. Co., 51 I. C. C. 390; International Fuel Co. vs. 
Spokane International Ry. Co., 38 I. C.S. 622; Schenck vs. N. & 
W., 29 I. C. C, 125 and Northwestern Traffic Service Bureau vs. 
C. R. I. & P.,; 47 L.C..C. 549. 


Duty of Carrier Where Transportation Contract Cannot Be 
Completed Account Civil War in Adjacent County to Which 
Shipment Is Destined 


Indiana.—Question: Immediately prior to the Mexican Re- 
bellion two American firms received an order for a complete 
electric light plant. One of them refused to forward shipment 
until he had received his money, the other accepted one-half of 
the bill and made the shipment to shipper’s order-notify, pre- 
paying the shipment. The railroads, on account of the war, 
were unable to make delivery and stored the shipment at the 
border in a warehouse. After a fixed period shippers were 
notified that the shipment was at the border and disposition 
was asked for them. They advised the railroad representative 
that they had sent the shipment prepaid and that it was up to 
the railroad to make delivery, refusing to have anything to do 
with the shipment. After notifying them that the shipment 
would be sold for charges, it was done and shipper entered suit 
for the value of the goods. Through an error the legal depart- 
ment of the railroad company was not notified of the suit and 
judgment was obtained by the above. Later on the railroad 
company compromised the case. The shipper now insists that 
the railroad company beat him out of the money. 

Answer: While the rebellion referred to was probably an 
excuse for delay to the shipment, provided that at the time the 
shipment was accepted for transportation, it had no knowledge 
of nor could be charged therewith, conditions which would make 
impossible the delivery of the shipment at destination, the car- 
rier was not, in our opinion, justified in selling the shipment 
for charges in the manner in which it did, for the contract of 
carriage into which the carrier entered contemplated a delivery 
at destination. Brunswick-Balke-Collender Co. vs. P. M. R. R., 
49 I. C. C. 580 (538). 

The proper method would have been for the carrier to, after 
the goods had been in storage a reasonable length of time, 
have asked for an order from a court to sell the goods for 
charges, in the event that the shipper refused to furnish dis- 
position instructions, either to hold in storage or to do other- 
wise with the goods. 


Confiscation of Coal—Liability of Carrier 

West Virginia—Question: In The Traffic World of Decem- 
ber 18, 1913, at page 1120, under heading “Confiscation by Car- 
rier of Shipper’s Property,’ and referring specifically to con- 
fiscation of coal, the answer was given that “the carrier has no 
authority, in law, to confiscate coal transported by it under con- 
tract from and to given points for delivery to a certain party.” 

During the war period the Lever law gave the Director-Gen- 
eral authority to confiscate coal for purposes incident to the war 
program. 

Will you please advise us the state of the law at this time 
and cite the statute under which the power of confiscation, if 
it exists, may be exercised by the carriers, and any decisions 
of the coutrs in which the law has been construed? 
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If interstate carriers by rail may legally confiscate coal in 
transit please advise us whether the same is true of common 
carriers operating on inland waters, but not under the juris- 
diction of the Interstate Commerce Commission. If the mari- 
time law differs in any respect from the law by which rail 
carriers are governed, please indicate the points of difference 
and cite the maritime statute. 

Answer: There is no statute, so far as we are aware, which 
gives to a carrier either by rail or by water, the right at the 
present time, to confiscate coal, which right the carriers exer- 
cised under the order of the Director-General of Railoads acting 
fo the United States Fuel Administration under the authority 
or the Lever act. 

Ordinarily the confiscation or conversion of coal by a carrier 
subjects the carrier to liability for the value of the coal at 
point of destination. See Dexter & Carpenter vs. Davis, 281 
Fed. 385; Eastern Coal & Export Corp. vs. Norfolk Western, 
113 S. E. 857; G. ©. & S. F. Ry. Co. vs. Cleburne Ice & Cold 
Storage Co., 79 S. W. 836, and Roth Coal Co. vs. R. Company, 
215 S. W. 404. 

However, see Springfield Light, Heat & Power Co. vs. N. 
& W. Ry. Co., 260 Fed. 254, and M. & O. R. R. Co. vs. Zimmern, 
89 Sou. 475, as to the right of a carrier to confiscate coal. 
Misrouting—Liability of Carrier for Failure to Route Shipment 

so as to Make Delivery Specified in Bill of Lading 

Kansas.—Question: Kindly give your interpretation of the 
obligations imposed upon either the shipper or the. carrier of 
freight in the specific instance we are quoting below. Include 
in your answer any Supreme Court decisions supporting your 
opinion in the case. 

The shipper, at point of origin, delivered a bill of lading, 
covering a carload shipment destined Baltimore, Md., routing 
open, except that he designated Guilford Avenue Team Track, 
Baltimore, Md. This team track is located on the Pennsylvania 
Railroad at Baltimore. The initial carrier delivered this car 
to the B. & O. Railroad at Chicago, who in turn moved the car, 
via their line, to destination, but upon arrival found that they 
were unable to effect the delivery provided for in bill of lading 
contract. 

The car was then diverted by the B. & O. and rebilled by 
them from Camden Station, Baltimore, Md., to the consignee 
at Guilford Avenue Team Track North Street, Calvert Street 
Station, Baltimore, Md., care of the Pennsylvania Railroad, at 
Bay View, assessing an additional rate of 24 cents for this move- 
ment, thereby causing an overcharge of $55.48 to accure. This 
overcharge was in addition to the regular charges assessed on 
the movement of the car from point of origin to Baltimore and 
the destination carrier demanded the payment of the total 
charges before they would deliver the car to the consignee. 


Upon presentation of claim for this overcharge, the carriers 
declined payment, simply referring us to Conference Ruling 214, 
paragraph C, further stating that as the shipper merely stated 
a certain team track delivery, the carrier west of Chicago could 
not reasonably be expected to know on what road this team track 
was located, and, therefore, could not be held responsible for this 
misrouting. 

We argued that, as far as the initial carrier was concerned, 
we were willing to concede that possibly neither their receiving 
agent at point of origin or delivering agent at Chicago knew 
upon what road the Guilford Avenue team track was located. 
Yet the B. & O. Railway Company, to whom this car was de- 
livered by their line at Chicago, had a local representative at 
Baltimore from whom the B. & O. operating officials could have 
secured information with reference to the exact railroad 1loca- 
tion of this team track and it was without doubt the business 
of the B. & O. to find out whether or not they could effect 


delivery on the team track designated beforé forwarding the 
car at Chicago. 


We also referred the carrier to B. & O. I. C. C. A-3, wherein 
a routing provision is carried that traffic originating at or de- 
livered to the B. & O. by connections at certain B. & O. sta- 
tions in Illinois may be routed in connection with the Penn- 
sylvania Railroad at Willow Grove, Pa., when destined for 
Pennsylvania delivery at Baltimore, Md. 

As the carriers refuse to assume any responsibility for the 
additional charge they assessed account mishandling of this car 
in transit, we would appreciate any such information that will 
tend to clear up this question. 

Answer: We cannot locate an opinion of the Commission 
in point. It is our opinion, however, that where a particular 
siding or switch delivery is designated by the shipper in the 
bill of lading, the duty is upon the carrier to route a shipment 
via the line which can make such delivery, or, in the event it 
cannot determine what line can make the delivery, to make 
inquiry of the shipper as to what carrier can make the desired 
delivery. 

Routing—Loss of Transit Privilege 

Louisiana.—Question: A shipment of oak ties is made from 
a point on road Ato destination X, beyond its rails. X is 
located on roads B and C, both of which have connections with 
road A and both publish the same rate on oak ties from points 


J uly 








July 7, 1928 THE TRAFFIC WORLD __ 51 


Trans-Pacific Service 


j] ADMIRAL ORIENTAL LINE 


a 
*e, 7 yee, ; ee 





















VLADIVOSTOK 
DAIREN 










a 
a, 
< * 
TA~KUe mt e % 
Py 





% ? “ 
t = eo %e, 
ve ae a “J veel “Se * Leer ye UVER 
\ : BE, ‘.. 
5 BEI VOKOHAMA".,,. ee Victoria 







€ {SEATTLE 


4 Fast American Ya 
on ‘Trans-Pac ific * ite 


(By FreightService x21 











¢ 
@ 
"@e0, 






















’ Ce Ship via the shortest and fastest route to the Orient. 
Lae An express service at freight rates by an American 
: company for American shippers, between 
$ \P 
IG Puget Sound and Yokohama, Kobe, Shanghai, 

kee Hong Kong and Manila 
a = Now That 






+ oe 11 days to Yokohama 16 days to Shanghai 
We Have a 13 days to Kobe 20 days to Hongkong 


1 24 days to Manil 
Merchant Marine ays to Manila 


i icici, le camels SE OUTWARD SAILINGS—from Seattle 


seas trade with the ships of a foreign 





















** 
a es gg OR, Lo. ener July 10 
warned us of ithe necessity of building up *PRESIDENT JACKSON.............. July 13 
a erchant arine commensurate wi 
the needs of our nation. ***CUPRUM ee i ee ee July 14 
**WHEATLAND MONTANA........... July 20 
Now, as a result of the War, we have a * 
4 od Meal Marine supplying fall service— PRESIDENT JEFFERSON ........... July 25 
passenger, freight and express on all the * Combination freight and passenger, length 585 feet, 21,000 tons, speed 20 
principal trade routes of the sea. knots. Through bills of lading issued in connection with our Hong Kong- 
Java feeder service. , 
Still the American shipper sometimes ** Cargo berth service to Japan, North China, Shanghai, Yokohama, Kobe, 
z | fails to see that by patronizing the Mer- Vladivostok, Hankow, Dairen, Tientsin and Tsingtao. 
>rein chant Marine he is contributing to the *** Cargo berth service to Japan, South China and Philippine Islands. 
r de- development of America’s Foreign Trade ) 
sta- sinter naa See aane Be Own sucetee For rates, space and other information apply: 
2enn- - ° 
a New York—17 State Street. Phone Bowling Green 5625. 


America’s greatest need in the shipping 2 s s 
business is a big “pull together” to keep San Francisco—60 California Street. 
American goods sailing in American Chicago—Merchants Loan & Trust Bldg., 112 W. Adams Street. 


ships. Let’s all pull together to maintain 
our Merchant Marine the largest and best Phone Randolph 7739. 


r the 
s car 

































ai — Los Angeles—322 Citizens Bank Bldg. 

ission Seattle—409 L. C. Smith Bldg. 

— L. L. BATES, General Freight Agent SEATTLE, WASH. 
yment 

ent it 


Operating 
URE MCToN(-1 dal aal=tat an A=4-4-121 [- 





52 THE TRAFFIC WORLD 


on road A to destination X. However, road B publishes a 
tariff allowing transit privileges at X on off-line tonnage, but 
road C only allows transit privilege on tonnage originating on 
its own rails. 

Shipment was tendered on an unrouted bill of lading, but 
carried notation “For treatment in transit.” Other than this 
notation there was nothing to indicate to carriers that shipment 
was destined beyond. The rates being the same, shipment was 
delivered to road C and, as a consequence, consignee was forced 
to pay combination of locals over X to final destination and, as 
there was an increase in rates between the date of original 
shipment and the date shipment moved out of X, they were 
forced to pay the higher rate in effect on date of reshipment. 
Had shipment been routed in care of road B, the through rate 
prior to increase could have been protected from original point 
of shipment to final destination. Are carriers liable to con- 
signee for the difference in freight charges paid and freight 
charges he would have paid had shipment been routed via 
road B? 

Carrier contends that the notation referred to is incomplete 
in that it does not show at what joint shipment was to be 
treated. Further, that they could not be reasonably expected 
to know of the local transit arrangements of other carriers and, 
as the local rate was the same via either route, and, in the 


absence of specific routing instructions, they could not be held 
for misroute,. 


_ Shipper-contends that as quite a number of similar ship- 
ments were tendered carrier with specific routing shown via 
road B for-purpose of obtaining transit privilege; and further 
that carrier upon observing notation to be treated in transit 
should have investigated as to what road would have permitted 
the transit privilege; had this been done, privilege granted by 
road B would have been readily apparent, as such privilege is 
carried in tariffs of general distribution and duly filed with the 
Interstate Commerce Commission. With reference to point at 
which shipment was to be treated, it is general practice in 
effect among railroads in this section to have transit shipments 
billed direct to treating plant point without reference being 
made thereon to final destination. In consequence, shipper con- 
tends that carrier A misrouted shipment, and thereby brought 
about loss involved. 


Answer: In Elmore, Brame & Co. vs. San Antonio & Aran- 
sas Pass Railway Co., 42 I. C. C. 351, the Commission held, with 
respect to somewhat similar facts, that the carrier had not mis- 
routed the shipment covered by its opinion and dismissed the 
complaint. See also E. C. Bradley Lumber Co. vs. N. O. G. N. 
R. R. Co., 38 I. C. C. 579. These two cases differ, in our opinion, 
from the instant case in that in order to find the carrier guilty 
of misrouting the shipment, it would be necessary to hold that 
the carrier was charged with knowledge of the destination to 
which the shipment was to be reforwarded, while in the instant 
case, the carrier must only be charged with notice of the fact 
that as a reshipment was intended it must forward the shipment 
to the destination and reforwarding point via a connection 
which, under its transit tariffs, accorded the shipper a transit 
privilege on shipments moving via a particular route, which 
duty, as we see it, the Commission in its opinion in the Trans- 
Mississippi Grain Company case, referred to below, holds is 
imposed upon the carrier. 


In its opinion in Trans-Mississippi Grain Co. vs. C. B. & Q. 
R. R. Co., 41 I. C. C. 612, the Commission holds that, where 
the shipper placed a notation to stop the shipment for inspection 
at a point on a connecting line the initial carrier was liable 
for misroute in failing to deliver the car to its connection at a 
junction via which the through rate to the point to which the 
shipment was later forwarded from the transit point applied. 

It seems to us that under the principle of this case, the 
carrier would in the instant case be liable for misroute, for even 
though the shipper did not designate the point at which the 
car was to be reshipped, nevertheless it might reasonably be 
presumed that it was the destination shown in the bill of lading. 
See also Crescent Lumber Co. vs. Ill. Cent. R. R. Co., 20 I. C. C. 
228. 


Application of Cummins Amendment to Shipments Moving from 
Canadian Points to Points in the United States 


The following communication would make it appear that the 
decision to which we referred in our answer on page 1076 of 
the May 5 Traffic World is not applicable to the question: 


In connection with your opinions on page 878 of the Traffic 
World of April 14, and page 1076 of issue of May 5, under the 
caption “Application of Cummins Amendment to Shipments Mov- 
ing from Canadian Points to Points in the United States,” you 
may be interested in the following recent communication from 
the Law Department of the Canadian National Railways ad- 
dressed to a law department official of one of the United States 
carriers: 

“Reference in The Traffic World is incorrect. I enclose copy 
of a letter which I wrote on the same subject to one of out at- 
torneys **** from which you will see that the question at issue 
was not at all the applicability of the Canadian bill of lading, 
but merely the proper way of ascertaining the value of the goods 
at place and time of shipment, where there is no market at that 
particular point, **** I think perhaps it might be of service if 
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you would correct the impression which The Traffic World has 
given to its readers.” 


The letter referred to in the above quotation follows: 


Referring to your letter of the 16 inst. The case of Thomp- 
son vs. C.P.R. to which you refer has no bearing whatever upon 
the application of the Cummins Amendment to shipments. The 


only question in this case is expressed in the head note which 
reads as follows: 


“Where a bill of lading contains the clause™the amount of 
any loss or damage for which any carrier is liable shall be com- 
puted on the basis of the value of the goods at the place and 
time of shipment,’ the damages occasioned by the loss of a ship- 
ment of goods must not be calculated at the cost price to the 
owner at the place where he bought them, but at the market 
value of these goods at the time and place of shipment.” 

The full text of the Judgement is given in 52, Ontario Law 
Reports, p. 306, which you possibly have in one of your law 
libraries. This has not yet been bound; but is part of Vol. 52, 
The dispute was about a carload of turnips shipped by the 
plaintiff from Fergus, Ont., to Montgomery, Ala., which were not 
delivered in good condition. The defendants admitted liability 
for a certain amount, which included an allowance of 27 cents a 
bushel for the turnips, which they said was their value at Fergus 
at the time of shipment. The trial judge, however, found, on the 
evidence, there was no market for these turnips at Fergus, nor 
indeed anywhere in Ontario; that the nearest markets for them 
were at Buffalo and Detroit. The judge, therefore, came to the 
conclusion that the tender of the railway company was not 
sufficient and that a fair allowance would be 32 cents which was 
the amount which could have been obtained at the nearest mar- 


kets in Detroit and Buffalo, less freight and duty at the time of 
shipment. 


Damages—Deduction for Tolerance 


Minnesota.—Question: May we call your attention to the 
article in your issue of February 24th, page 442 “New York,” 
“Deduction for tolerance,” and will say that we have much con- 
troversy with the X. R. R. and the Y. R. R. over the tolerance 
allowance, and the X. R. R. referred to your answer in this mat- 
ter as supporting their contention that an allowance should be 
made. 

We do not know that they are correct in asserting that you 
intend by this answer to support the carriers’ side of this prop- 
osition 

We do not, however, believe that the answer that you give 
and the reference to the Crouch Grain Co. case is one that fairly 
and adequately answers the query sent in by the New York 
subscriber. 

We have had much controversy with both the X. R. R. and 
the Y. R. R., and they have finally backed down on the tolerance 
proposition from a demand of 2 per cent on each and every car 
to a present demand of 1 per cent and that only on what they 
are pleased to call Clear Record Cars.” 


As we understand it a clear record car is a shipment of coal 
in open equipment that may come through to destination appar- 
ently O. K., that is by inspection only, one could guess that all 
the coal was there, and in such cases they wish to exact a 1 
per cent allowance even in face of an actual and a careful scal- 
ing over approved and tested railway track scales. 


The tenor of the answer that you give to the New York 
subscriber would indicate that you are not altogether familiar 
with the situation. 


Answer: As we stated in our answer to which you refer, a 
tolerance allowance, is an allowance made to cover either a 
difference in scales and the processes of weighing or to moisture 
absorption and evaporation. 


So far as the moisture tolerance is concerned, it seems to 
us that the Commission’s opinion in the case of A. B. Crouch 
rGain Co. vs. T. & S. F., 41 I. C. C. 717 clearly states the rights 
of the shipper and carrier and where provided for in tariffs law- 
fully on file with the Interstate Commerce Commission the 
allowance should, in our opinion, be taken in to consideration in 
the settlement of thaims for loss in transit. 

With respect to the tolerance allowance made to cover 4 
difference in scales, see our answer to California on page 422 of 
the August 27, 1921 Traffic World which fully expresses our 
views on the subject. 


SEABOARD FINANCING 


The Commission has authorized the Seaboard Air Line to 
pledge $3,000,000 Florida Central & Peninsular first mortgage 
5 per cent gold bonds, due July 1, 1918, extended at 6 per cent 
to July 1, 1923, with the Secretary of the Treasury as security, 
in part, for a loan or loans under section 210 of the trans- 
portation act, and to pledge such bonds with the corporate 
trustee, the Central Trust Company of New York, under its 
refunding mortgage of October 1, 1909, in connection with the 
issue of a like amount of refunding mortgage gold bonds; to 
issue $3,000,000 of refunding 4 per cent gold bonds and to 
pledge them with the corporate trustee under the Seaboard’s 
first and consolidated mortgage 6 per cent gold bonds dated 
September 1, 1915, and maturing in 1945; also to issue $3,646, 
000 first and consolidated mortgage bonds, series A, interest at 
6 per cent, and to pledge them, together with $1,500,000 of such 
bonds, with the Secretary of the Treasury as security, in part, 
for a loan or loans under section 210. 
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— Illinois Central has an enviable reputation 
pure for operating trains to St. Louis with un- 
hey equalled punctuality, in all sorts of weather 
and under all sorts of conditions. 
coal 
par Reasons 
<a Powerful locomotives kept in top-notch condition 
scal- and usually assigned to the same engineers. 
| A capable and loyal personnel. 
a Smooth, well-ballasted, carefully maintained track. 
Superior terminal facilities. 
er, a 
er a Distinctive Trains 
ture With the Finest of Steel Equipment 
"= DIAMOND SPECIAL—The popular night train 
bres to St. Louis. Leaves Chicago 11:30 p. m.—stops at 
eo 43rd, 53rd and 63rd Streets. 
_ the DAYLIGHT SPECIAL—Only daylight train with 
on in Club car. Leaves Chicago 10:00 a.m.—stops: 43rd, 
53rd and 63rd Streets. 
eae 8 OFFICES TO SERVE YOU 
; our Information, railroad and Pullman tickets at 


City Ticket Office, 161 W. Jackson Boulevard, Phone Wabash 4600, Local 32 
Randolph Street Ticket Office, (at Michigan Ave.) . Phone Wabash 2200 
Central Station, Michigan Avenue and Roosevelt Road, Phone Harrison 7620 
43rd St., 53rd St., Phone Wabash 2200, and 63rd St., Phone Hyde Park 4987 

trict Passenger Agent, 208 S. La SalleSt. . e _ Phone Wabash 3280 
. Special Passenger Agent, Hyde Park . . . «. Phone “iyde Park 0042 
ine to South Chicago City Ticket Office, 2946 E. 92nd St., Phone South Chicago 6720 


‘tgage (184) cAddress mail inquiries to J. V.Lanigan, G.P. A,,Room 502 Central Station, Chicago, Til. 
r cent 
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Digest of New Complaints 


No. 14781, Sub. No. 2. Hale-Halsell Company, McAlester, Okla., vs. 
Alabama Great Southern et al. 

Unjust and unreasonable rates on sugar, in carloads, from New 
Orleans, La.,.and various other points in Louisiana taking the 
same rates or basing thereon, Sugarland, Tex., and sugar pro- 
ducing points in Kansas, Colorado, Nebraska, Utah and Idaho to 
Oklahoma points. Also alleges violation of long-and-short-haul 
clause of the fourth section with respect to rates from points of 
origin above named to Kansas City, Mo. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. 14859, Sub. No. 1. Paris Grocer Company, Paris, Texas, vs. Hous- 
ton & Texas Central R. R. et al. 

Alleges excessive, unjust and unreasonable rates on bananas 
and cocoanuts in straight and mixed carloads and unjust and 
unreasonable minimum weights on cocoanuts, straight carloads, 
and on mixed carloads with bananas from New Orleans, La., to 
Paris and Greenville, Tex. Asks cease and desist order, just and 
reasonable rates and minimum weights and reparation. 

14973, Utah Idaho Sugar Co., Salt Lake City, Utah, vs. Director Gen- 
eral. 

Unjust and unreasonable rates on sugar beets from Talent, 
Ore., to Toppenish, Wash., during November and December, 1919. 
Asks reparation. 

14974, a (Wash,) Merchants’ Association vs. American Ry. Ex- 
press Co. 

Arbitrary, excessive, unjust, unreasonable, unjustly: discrim- 
inatory, unduly preferential, and prejudicial-rates and estimated 
weights on ice cream from Spokane, Wash., to Umatilla, Milton, 
Athena, Pendleton, La Grande, Baker, Elgin, Joseph, Huntington 
Ore., and intermediate points. Asks cease and desist order and 
just and reasonable maximum rates. 

14975, alarms Locomotive Works, Davenport, Ia., vs. Director Gen- 
eral. 

Unjust, unreasonable, unjustly discriminatory, unduly preju- 
dicial and preferential rates on locomotives on flat cars from 
Davenport, Ia., to New Orleans, La., for export, in January, 1920. 

14976, Edgar L. Pearson & Co., Houston, Tex., vs. St. Louis, Browns- 
ville & Mexico Ry. et al. 

Unjust and unreasonable rates on munition linters from 
Brownsville, Belleville, and Grange, Tex., to Des Moines, Ia., in 
— and November, 1921, and January, 1922. Asks repara- 
ion. . 

14977, Sun Oil Co., Philadelphia, Pa., vs. Director General. 

Unjust, unreasonable, unjustly discriminatory, and unduly 
prejudicial rates in violation of the fourth section on second- 
hand wrought iron pipe from Quay and Cushing, Okla., to Graham, 
Ranger, Strawn, and Cisco, Tex., during October, November, and 
December, 1918, and January, 1919. Asks reparation. 

Se. Savennah (Ga.) Traffic Bureau, Inc., vs. Aberdeen & Rock- 
et al. 

Complaint, alleging unjust and unreasonable rates and practices 
and undue prejudice to Savannah and undue preference to Au- 
gusta, Atlanta, Macon and other concentration or gateway points. 
Asks cease and desist order and the establishment of uniform 
concentration rates, rules, regulations, practices and warehouse 
privileges at Savannah, Atlanta, Augusta, Macon and all other 
concentration or gateway points via which cotton from the cotton 
belt is moved to the ultimate market; joint through rates via 
Savannah from the cotton producing territory in the cotton belt 
to Carolina mill points and joint through rates from the cotton 
producing territory in the Carolinas to mill points in Georgia, 
Alabama and Tennessee, which are no higher than the rates con- 
temporaneously maintained via Augusta, Macon and Atlanta; es- 
tablishment of tariff provisions which will put an end to all back 
haul and out of line movements in connection with the concen- 
tration of cotton at Augusta, Macon, Atlanta and all other points 
via which cotton from the cotton belt is moved to the ultimate 
market; establishment of rates: on cotton which will not be sub- 
ject to ‘‘carriers’ privilege of compression,’”” but which will require 
the carrier to compress thec otton and not leave it to the option 
of the carrier as to whether it will or will not compress the 
cotton with the privilege to the shipper of designating point of 
compression; and the establishment from all points of rates on 
uncompressed as well as compressed cotton. 

14979, E. I. du Pont de Nemours & Co., Wilmington, Del., vs. G. H. 
& S. A. et al. 

Unjust and unreasonable rates on imported nitrate of soda 
in bags from ex-vessel Galveston, Tex., to Phoenixville, Ill., in 
July, 1912. Asks reparation. 


14980. Greenwood Chamber of Commerce et al., Greenwood, Miss., 
vs. Alabama & Vicksburg et al. 

Allegation by commercial organizations of Greenwood, Yazoo 
City, Greenville, Corinth, Tupelo, West Point and Aberdeen, Miss., 
that the failure of the defendants to establish and maintain joint 
rates, classes and commodities, from points in Indiana, Ohio, 
Pennsylvania, Michigan, West Virginia, Maryland and other 
eastern states and from southeastern and Carolina territories to 
and from the complaining jobbing centers in the interior of 
Mississippi results in rates that are unreasonable and unjustly dis- 
criminatory against the complainants and unduly preferential of 
Memphis and New Orleans from and to which points such joint 


rates are maintained. Ask just, reasonable and non-preferential 
class and commodity rates. 


No. 14981. Armour & Co. et al., Chicago, Ill., vs. Santa Fe et al. 
Unjust and unreasonable rates on fresh meats, packing house 
products, packed, cured meats in bulk and hides, from packing 
plants at Chicago, East St. Louis, Kansas City, South Omaha, 
Sioux City, South St. Paul, Fort Worth, Denver, Indianapolis, 
Oklahoma City and St. Joseph, to points in eastern trunk line 
and New England territories. Asks for a cease and desist order, 
the establishment for the future of the rates now applying on 
packing house products, packed, to all shipments of cured meats 
in bulk; the establishment for the future of reasonable, just and 
non-discriminatory rates on fresh meats, hides, cured meats in 
bulk and packing house products, packed; and reparation. The 
relief prayed for herein is asked for in the event that complain- 
ants herein do not receive the same relief from the Commission’s 
decision in Docket No. 14771 when that case is finally passed upon. 
No. 14982. Denver Alfalfa Milling and Products Co., Lamar, Colo., vs. 
Director General, as agent. 
Unjust and unreasonable rates on alfalfa meal from Melina, 
Colo., to St. Louis, shipped in December, 1918. Asks for reparation 
to the basis of the intermediates, 


No. 


No. 
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No. 14983. American Association of Nurserymen, New Jersey, vs. 
American Railway Express Co. : “ y 
Unjust, unreasonable, unreasonably prejudicial and disadvanta- 
goous ratings and rates on trees, N. O. S., and shrubs and 
ranches, between points within the territory covered by Official 
Express Classification No. 28, I. C. C. No. 1775. Asks for second 
class rating and rates instead of first class, which is now assessed; 
also reparation. 
No. 14984. oa Oil Company, Philadelphia, Pa., vs. Director General, 
as agent, 
Unjust and unreasonable charges on shipments of crude _petro- 
leum from Liverpool, W. Va., to Toledo, O., in November, Decem- 
ber, 1919, and January, February, 1920. Asks for reparation to 
the basis of intermediates. , 
Fe eo Paper Products Co., St. Louis, Mo., vs. Santa 
e et al. 
Unreasonable, unduly prejudicial rates on corrugated straw- 
board and fibreboard boxes, K. D., from Carthage, Ind., to Sand 
Springs, Sapulpa and Blackwell, Okla., in comparison with rates 
from Chicago, Wisconsin, Tennessee and Minnesota points of 
origin to the same destinations. Asked for just and reasonable 


rates. 
Micke, Seattle, Wash., and 


No. 


No. 14986. Pioneer Fruit Co. and W. G. 
Lodi, Calif., respectively, vs. Central California Traction Co. et al. 
Against a rate of 99 cents per 100 Ibs. on grapes from Micke, 
Calif., to Seattle, ash., as in violation of the first three sec- 
tions of the inte te commerce law. Asks for just, reasonable 
and non-discriminatory rates and reparation. 
No. 14987. . Weston, Dodson & Co.; Inc., Bethlehem, Pa., vs. New York, 
Ontario & Western et al. 


Alleges unreasonable rates on. birdseye anthracite coal from 
Winton, Pa., to North Adams, Mass., shipments having been made 
in April, 1920. Asks for reasonable rate and reparation. _ 

No. 14988. The Baker Steam Motor Car and Manufacturing Co., 
Pueblo, Colo., vs. Santa Fe et al. 


Unjust and unreasonable rates on speedometers from New 


Rochelle, N. Y., to Pueblo, Colo. Asks for reasonable rates and 
reparation. 


PARCEL POST INVESTIGATION 


The Trafic World Washington Bureau 


Postmaster General New has begun an investigation of the 
parcel post service to ascertain the cost of the service and the 
receipts obtained by the government from the service. Asked 
as to a report that the investigation was undertaken with a 
view to increasing parcel post rates, Mr. New said he had 
ordered the investigation because he desired to know what the 
facts were and that he had no opinion formed at this time as 
to the rate question. 

The Postmaster General stressed the point that such an 
investigation as that undertaken- would require months and 
that the final report in all probability would not be ready by the 
time the next Congress meets. Post Office Department officials 
hold that the Postmaster General has authority to increase the 
parcel post rates without action by Congress. 

The parcel post business has grown by leaps and bounds, 
but there has never been a determination as to the relation of 
the oost of the service to the receipts for the service. 


CHANGES IN DOCKET 


Hearing in No. 14780, American Cast Iron Pipe Co. vs. 
L. & N. R. R. Co. et al., assigned for July 2, at Birmingham, 
Ala., before Examiner Butler, was postponed to a date to be 
hereafter fixed. 

Hearing in I. and S. No. 1836, charcoal from Memphis, Tenn., 
to eastern and Virginia points, assigned for July 6, at Memphis, 
before Examiner McChord, was cancelled. 

Hearing in I. and S. No. 1382, peaches, C. L., from Ohio 
and Mississippi River crossings to Mississippi Valley, assigned 


for July 6, at Memphis, Tenn., before Examiner McChord, was 
canceled. 


ABANDONMENT APPLICATION 


The Marion & Rye Valley railroad, through. Floyd L. 
Knight, operating the lines as trustee, has applied to the Com- 
mission for authority to abandon the line from Sugar Grove 
to Marion, in Smyth county, Va., a distance of approximately 
17% miles. The applicant said that for more than five years 
the railroad had had insufficient income to pay its operating 
expenses, taxes, and the interest on its bonded indebtedness, and 
that there was no reascnable prospect of revenue sufficient to be 
derived from operations to pay such expenses. He said further 
the property of the railroad dismantled and sold in parcels and 
as scrap would realize a larger sum than if it were sold as a 
going concern. 


DETROIT LINE EXTENSION 


The Detroit Connecting Railroad has applied to the Com- 
mission for authority to construct and operate 85 miles of 
main track line from Delray (Detroit) to Marine City, passing 
through Wayne, Oakland, Macomb and St. Clair counties, Michi- 
gan. The petitioner represents to the Commission that “Jack 
of sufficient main line mileage; congested terminals which 
today limit production and expansion without taking into con- 
sideration the future growth of said community, requires for 
public convenience and necessity and as a matter of necessity 
that said line” be constructed. Permission to retain excess 
earnings also is requested. 
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Six Internationals are in service of 
the American Railway Express at 
Dayton, Ohio 


INTERNATIONAL 


MOTOR TRUCKS 


are Protected in Service 


Speaking of service—you will be impressed by the 
value of the International Free Inspection Service Policy. 
By this plan each International truck is inspected at regu- 
lar intervals by factory-trained road engineers operating 
out of 93 International branch houses. This service is free 
and available during the life of the truck. Written reports 
keep you posted on the exact condition of your truck at 
the time of each inspection. The owner of one or more 
Internationals links himself with co-operation of the most 
timely, useful kind. 


There are heavy-duty International, Trucks in sizes up 
to the 10,000-lb. truck. The small illustrations at the right 
show several of these models in the service of five well- 
known railroads at different points. If you are interested 
in cutting down your hauling costs, talk to the regular 
International Motor Truck dealer, or write to the address 
below for complete information. 


The International Speed Truck is very 
popular for fast hauling of lighter loads. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 


606 So. MICHIGAN AVE. (iNcoRPORATED) CHICAGO. ILL. 





This Model 41 is working for the 
Soo Line at Minneapolis. 


™ -_ 
Santa Fe uses a Model 61 for shop 


supplies hauling at Corwith, Ill. 
(near Chicago). 
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A sturdy Model 61 in service of the 
stores division (commissary dept.) of 
the Canadian Pacific at Montreal, 

Canada. , 





A Model 61 in service of the 
C. B. & Q. at Aurora, Illinois 





The Pennsylvania System uses this 
Model 41 at Crestline, Ohio 
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Docket of the’ Commission 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


sy veneer D. C.—Examiner Wagner: 


14831—Winding Gulf Colliery Co. vs. C. & O. Ry. et al. 

~~ 9—Louisville, Ky.—Examiner McChord: 
ortions of Fourth Section applications 1625 and 1780, filed by C. C. 
McCain and 2063 filed by J. F. Tucker, class and commodity rates 
from the Buffalo-Pittsburgh and Johnstown-Cumberland terri- 
tories to Hopkinsville, Ky. (In connection with Docket 14688.) 

a 9—Lansing, Mich.—Michigan Public Utilities Commission: 

* Finance Docket 2805—In the matter of the application of the De- 
troit Grand Belt R. R. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 

July 9—Portsmouth, O.—Examiner Butler: 

1 Peerless Lumber Co. vs. Director General. 


bart OW Secreted Co. et ai. vs. C. & O. Ry., Director Gen- 
eral, 


et al. 
July 9—Kansas City, Mo.—Examiner Money: 
1. and S. 1833—Switching at Kansas City, Mo.: 
July 10—Washington, D. C.—Examiner Mullen: 
ee of mail by pneumatic tubes in the city of New 
ork, 
July 10—Wichita, Kan.—Examiner Money: 
1. and §S. 1827—Agricultural implements, sleigh and vehicle wood, 
Arkansas to Kansas. 
July 10—Wausau, Wis.—Examiner Hillyer. 
14782—Tomahawk Shoe Co. vs. C. M. & St. P. Ry. et al. 
14937—American Hide and Leather Co. vs. Director General. 
July 10—Toledo, O.—Examiner Howell: 
14881—Continental Sugar Co. vs. New York Central R. R. et al. 
July 10—New Orleans, La.—Examiner Weaver: 
* |, and S. 1846—Concentration of cotton at New Orleans, La. 
July 11—Argument at Washington, D. C.: 
11606—John E. Murray vs. Director General. 
12969—Divisions received by the Brimstone Railroad and Canal Co. 
July 11—Jackson, O.—Examiner Butler: 
11598—The Jackson Iron and‘Steel Co. vs. Director General, D. T. & 
I. R. R. et al. 
July 11—Sioux Falls, S. D.—Examiner Donnally: 
14357—-Peter Gunderson vs. C. M, & St. P. Ry. 
July 12—Dunkirk, N. Y.—Examiner Howell: 
{. and S. No. 1835—Radiators from Dunkirk, N. Y., to interstate des- 
tinations. 
July 12—Argument at Washington, D. C. 


11116—Beaver Sand Co. et al. vs. Director General, Beaver Valley 
R. R. Co., et al. 


14252—In the matter of intrastate rates on sand, gravel, crushed 
stone and vitrified paving blocks within the state of Ohio. 
ony 12—Chicago, Ill.—Examiner Hillyer: 
10741—Cedar Rapids Gas Co. vs. Director General, C. R. I. & P. Ry. 


et al. 

11289—United Light and Railways Co. et al. vs. Director General, 
Cc. R. I. & P. Ry. et al. 

1. and S. No. 1558—Coal from Kentucky, Tennessee and Virginia to 
northern and northwestern points. 

i. and §S. No. 1787—Cancellation of rates on coal, carloads, from 
Kentucky, Tennessee and Virginia to Minnesota points via C. R. I. 
and P. Ry. Such portions of fourth section application No. 1952, 
filed by L. & N. R. R., concerning rates on bituminous coal, C. L., 
from points in Kentucky, Tennessee and Virginia to St. Paul, 
Minn., and points taking the same rates, etc. 

~~ 13—Washington, D. C.—Examiner Davis: 

* Finance Docket 3061—In the matter of the application of the A. T. 
& S. F. Ry. Co. for authority to acquire control, by lease, of the 
railroad of the Osage County & Santa Fe Ry. Co. 

July 13—Argument at Washington, D. C.: 

13665—The Ohio Quarries Co. et al. vs. N. Y. C. R. R. et al. 

13665 (Sub. 1)—The Lorain & Southern R. R. Co. vs. N. Y¥. C. R. R. 

13841—Indiana State Chamber of Commerce vs. B. & O. R. R. et al. 


July 13—Denver, Colo.—Examiner Money: 

Finance 1572—In the matter of the application of the C. & S. Ry. for 
a certificate of public convenience and necessity authorizing it to 
abandon a branch line of railroad. 

July 13—Parkersburg, W. Va.—Examiner Butler: 
14619—The Parkersburg Rig & Reel Co., vs. C. R. I. & P. Ry. Co., 


et al. 
ae 9 as Parkersburg Rig & Reel Co., vs. C. R. I. & P. Ry. Co., 


et le 
14760 (Sub. 1)—Parkersburg Rig & Reel Co. vs. Mo. Pac. R. R. et al. 
* bes a Parkersburg Rig & Reel Co. vs. Director General, B. & 
*? et a . 
* The peeriues Rig & Reel Co. vs. St. Louis-San Fran- 
cisco e 3 
13537—The Parkersburg Rig & Reel Co. vs. C. M. & St. P. Ry. et al. 
July 13—Sioux Falls, S. D.—Examiner Donnally: 
* I; and S. 1845—Crude, fuel and gas oil from Kansas, Missouri and 
Oklahoma to Nebraska and South Dakota. 
July 13—Atlanta, Ga.—Examiner Weaver: 
* Il, and S. 1848—Sand and gravel from stations on Charleston & West- 
ern Carolina Ry. to the southeast. 
te! 14—Cogswell, N. D.—Board of R. R. Comm. of ..orth Dakota: -- 
* Finance Docket 290i—In the matter of the application of the C. M. 
& St. P. Ry. for a certificate of public convenience and necessity 
authorizing it to abandon a portion of its line of railroad. 
July 14—Argument at Washington, D. C.: 
1. and S. pe a eapar , grain and grain products from Chicago, 
Joliet, Lockport and Peoria, Ill., to Texas points. 
1, and S. 1792—Grain and grain products between Minnesota and 


South Dakota points to Mississippi and Ohio River crossings and 
points in Mississippi Valley. 


July 16—Denver, Colo.—Examiner Money: 
* 14968—Victor-American Fuel Company et al. vs. Denver & Salt 
Lake R. R. Co. 





July 16—St. Louis, Mo.—Examiner Donnally: 

* |, and S. No. 1847—Grain from C. B. & Q. R. R. points in Illinois to 
Cairo, Ill., and St. Louis, Mo. 

July 16—Chicago, Ill.—Examiner Hillyer: 

1. and S. 1842—Rules, regulations and charges for protective service 
on perishable freight. 

July 16—Washington, D. C.—Examiner Wagner: 

1. & S. 1837—Iron and steel, Pittsburgh-Buffalo territories and re- 
lated points to Virginia Cities, etc. 

July 16—Argument at Washington, D. C. 

* 14967—Railroad Commission of Wisconsin et al. vs. C. & N. W. 

* 14967 (Sub. No. 1)—Railroad Commission of Wisconsin et al. vs. 
M. St. P. & S. S. M. et al. (Argument to be limited to question 
of jurisdiction). 

July 16—Chicago, Ill—Examiner Pitt: 
ourth Section Applications Nos. 12217 et al., filed by agents and 
carriers concerning cement between points in C. F. A. territory 


—_ between points in C, F. A. and Illinois Freight Committee ter- 
ry. 


8182—In the matter of rates on cement between points in Western 
Trunk Line territory and between points in Western Trunk Line 
territory and adjacent territory (and applications covered by 
Fourth Section Order No. 7260 in connection therewith.) 
July 16—Charleston, W. Va.—Examiner Butler: 
14856—Tioga Coal Co. vs. B. & O. R. R. et al. 
July 18—Chicago, Ill—Examiner Hillyer: 
* |, and S. No. 1851—Loading and unloading live stock at Chicago, IIl. 
July 19—Detroit, Mich.—Examiner Donnally: 
* 1. and S. No. 1853—Increase switching charges at Detroit, Mich. 
July 20—Chicago, Ill.—Examiner Hillyer: 
* 1, and S. No. 1850—Salt from Michigan and Ohio to Texas. 
* |. and S. 1849—Carload minimum weight on salt. 
July 23—Chicago, Ill—Examiner Hillyer: 


* : = S. No. 1854—Acid between points in Chicago switching dis- 
ct. 


July 23—Oklahoma City, Okla.—Examiner Money: 
“i aoa Cement Mills Traffic Assn. et al. vs. Arkansas Western 
y. e 3 


Juty_5—Wenntohes, Wash.—Commissioner Aitchison and Examiner 
shelman: 
Finance Docket 2172—In the matter of the application of the 
Wenatchee Southern Ry. Co. for a certificate of egy’ convenience 
and necessity authorizing it to construct a new line of railroad. 


July 24—Santa Fe, N. M.—State Corporation Commission of New 
Mexico: 


* Finance Docket 2626—In the matter of the application of the Colo- 
rado, Columbus & Mexican R. R. Co. for a certificate of public 


convenience and necessity authorizing it to construct a line of 
railroad. 


July 24—Raleigh, N. C.—Examiner Keeler: 
14789—Surcharge for transportation of passengers in sleeping or 
parlor cars between points in the state of North Carolina. 
July 30—Spokane, Wash.—Commissioner Aitchison and Examiner 


Eshelman: 
hee yaaa of transportation facilities in the Northwest Pacific 
states. 
July 31—Spokane, Wash.—Commissioner Aitchison and Examiner 
Eshelman: 


Fourth Section Application No. 12391—Filed by Spokane Eastern Ry. 
& Power Co., concerning rates on classes and commodities from 
Portland, Ore., Seattle and Tacoma, Wash., and related points 
on one hand, and Dishman, Wash., on the other, also commodities 
items from San Francisco, Cal., to Dishman, Wash. 

August 2—Spokane, Wash.—Examiner Eshelman: 


* 1. and S. 1852—Transit on lumber and forest products, C. L., in 
Washington, Idaho and Montana. 


\ugust 6—San Francisco, Calif.—Examiner Mullen: 


9200—Railway mail pay (with respect to the rates of pay accorded 
certain western short lines). 


August 9—Washington, D, C.—Examiner Sweet: 
Val. Dkt. No. 228—In re tentative valuation of the properties of 


Mineral Range Railroad Company and Hancock and Calumet Rail- 
road Company. 


Val. Dkt. No. 256—In re tentative valuation of the property of the 
Duluth, South Shore & Atlantic Railway Coupens. iis 


FLORIDA EAST COAST NOTES 


The Florida East Coast Railway Company has applied to 
the Commission for authority to issue $2,000,000 of 5 per cent 
equipment trust certificates in connection with the acquisition 
of 20 locomotives, 15 steel baggage cars, 2 mail cars, 1 dining 
car, 10 caboose cars, 200 ventilated box cars and 200 steel flat 
cars. The proceeds from the sale of the certificates will be 
applied on 80 per cent of the cost of the equipment. The cer- 
tificates will be sold to the Bankers Trust Company of New 
York City at 96.30 per cent of their par value, subject to the 
approval of the Commission. 


TO GUARANTEE BONDS 


The Kansas City Southern and the Texarkana & Fort Smith 
have been authorized by the Commission to assume obligation 
and liability, as guarantors, in respect to $2,000,000 of first 
and refunding mortgage 6 per cent bonds to be issued by the 
Port Arthur Canal & Dock Company. The bonds are to be 
sold at not less than 94 per cent of par and accrued interest 
and the proceeds used for refunding $1,000,000 of first mortgage 
bonds, for additions and betterments and for reimbursing the 
Kansas City Southern for advances heretofore made for capital 
purposes. 
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Goods So ae el 
West Shipping Boxes 


Select Your Shipping 
Packages Wisely— 
The Consignee Will Appreciate It 


The corrugated fibre board “Perfect Package” Ship- 
ping Box of the Mid-West Box Company did not 
“just happen.” On the contrary, each box repre- 
sents a cost mounting into thousands of dollars for 
experimentation, as well as the close co-operation 
of keen, well informed transportation engineers for 
years. It means, further, a complete, conscientious 
digest of every condition bearing on use and abuse 
between consignor and consignee. As a result, the 
Mid-West Shipping Box you order today has been 
reduced to a known business formula which hun- 
dreds of leading shippers have long appreciated— 
30% to 70% MORE:PROTECTION. 








It is well known that 
corrugated fibre board 
boxes of the right con- 
struction will transport 
merchandise much bet- 
ter than other packages, 
BUT—corrugated fibre 
board must be made 
with a high, strong truss 
and high test liners to 
give the BEST service, 
as in the case of the 
Mid-West Box. 


Approximately 70% of 
the cost of a corrugated 
fibre board box is raw 
material. Naturally, low 
priced boxes mean cheap 
materials. Be sure the liners on your boxes comply with 
railroad specifications—and here is where we can help you. 
Write us. 


Three Distinctive 
Mid-West Features 


1—Waterproof Container: 
For every occasion requir- 
ing complete protection 
against moisture or wet 
conditions. 


2—Triple Tape Corners: 
A strong reinforcement 
which prevents tapes from 
splitting and peeling. 
3—Offset Score: 


Insures a positive tight 
closing contact of end flaps. 





Our “Perfect Package” Data Sheet 
has saved big shippers thousands 
of dollars. Yours on request. 


MID-WEST BOX COMPANY 


GENERAL OFFICES: 18th Floor Conway Bidg., CHICAGO, ILL. 





Corrugated Factories: 
Fibre Board Anderson, Ind. 
Products Kokomo, Ind. 
Solid Clee, ©. 
Fibre Board Fairmont, W.Va. 
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LE TES, TAA OR ALN PRO 


Army Supply Base at Canal Entrance to River 


NEW ORLEANS 


(Second Port, U. S. A.) 
NO CONGESTION—NO DELAY 
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The Greatest Requisite to Success 


in placing the country’s surplus production in foreign markets is not only 
banking facilities but banking CO-OPERATION. 


NEW ORLEANS FURNISHES BOTH 


New Orleans has 13 Banks and Trust Companies, with well developed foreign 
business departments. 


Their total capital and surplusis . . ...$ 24,923,865 
Total deposits in New Orleans . ... . 222,628,437 
Total resources .......... 266,454,335 
Total clearings 1922... . . . « « 2,405,555,843 


ALSO 
THE FEDERAL RESERVE BANK and the FEDERAL INTERNATIONAL BANKING COMPANY 


THE FEDERAL INTERNATIONAL BANKING COMPANY, paid in capital 
$3,150,000, will advance against export and import commodities, open import 
and export commercial credits, attend to foreign collections, furnish credit 
information regarding buyers abroad, and are in close touch with trade matters 
all over the world. 


EINE RL Ea a NE I ETT IIE NE ERS * 
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For further information address 


BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 
New Orleans, La. 
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Where Rails and Deep Water Meet in Mid Continent 


HE first unit of the MCDOUGALL TERMINAL of Duluth is now in Full Operation, 
i and has: 350,000 square feet of General Storage and 1,000,000 cubic feet of cold 

storage; direct connection with all Railroads, the Minnesota-Atlantic Transit Com- 
pany, Great Lakes Transit Corporation and Northern Navigation Company; 3 house 
tracks, capacity 50 cars; 2 private slips, capacity 6 ships; Free Switching, Trap-car 
Service and Terminal Freight Station facilities under its own roof; an Insurance Rate 
of but 10 cents in an absolutely fireproof structure; unsurpassed facilities for handling 
Pool Cars, Storage and Distribution of Merchandise throughout the American and Ca- 
nadian Northwest; office and operating space for Wholesalers, Manufacturers, Brokers 
and Agents, also ample area for new industries desiring to avail themselves of low 


operating costs and cheap water transportation between the Head of the Great Lakes 
and the Atlantic Seaboard. 


OUR FAST STEEL MOTORSHIPS will be operated by the MINNESOTA-AT- 
LANTIC TRANSIT COMPANY, a subsidiary, and will supply Nine-day Service between 
New York and Duluth without trans-shipment via the Hudson River, New York State 
Barge Canal, Oswego, N. Y., Lake Ontario, the Welland Canal and the Great Lakes. 
Boat service will begin in August. N. Y. State Barge Canal, Piers 5 and 6, East River, 
will be our New York Terminal. The Minnesota-Atlantic Transit Company’s motorships, 
258'x42’x19’ dimensions, are especially designed for this service and will actually operate 
under their own power throughout this ALL-WATER ROUTE. Their carrying capacity 
is 2,000 tons each, of which 600 tons is refrigerated. 


The McDougall Terminal Warehouse Company is a Northwest owned Terminal and 
All-Water Transportation System to the Sea, with a capital investment of $3,000,000. 


For rates and further information address: 


McDOUGALL TERMINAL WAREHOUSE CO. 


MINNESOTA-ATLANTIC TRANSIT CO. 
DULUTH, MINN. 
New York Office 


Minneapolis Office 
17 State St. 205 Metropolitan Life Bldg. 
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Rand McNally & Co. 


WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 
Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 


EUROPEAN SERVICE 
United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 1040 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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|| The San Antonio and Aransas Pass Railway Co. 





gr 
San Antonio, Tex. 


J. C. Mangham, 
Gen. Frt. Agt., 
San Antonio, Tex. 


J. B. Brooks, 
A. G. F. y 
San Antonio, Tex. 
H. C. Fr 


anks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 
A. R. Canfield, 
Com. Agt., 
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ACCURATE, 

AND 
ACCOMMODATING 
{7 PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 


our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


























mati List of Direct Connecting Rail Lines: 
__Waco___|___Houston__|_San Antonio_| Corpus Christi Alice Laredo via Alice Aransas Harbor Terminal Railway 

tei 8 sccshens a3 hrs. 24 hrs. 26 hrs. 24 hrs. 35/4 hrs. Fredericksburg & Northern Ry. 

es aa 30} hrs. 20 22 20 32 Gulf C Li 
Houston..... 32ihrs. | ........ 18 « 21 « 19 « 30% « oast Lines 

n 23 1s%hrs. |_........ 11 « 9 20% < Gulf Colorado & Santa Fe Ry. 

Below is approximate service in days from following cities and River Crossings: ae toa hen Ry. 

TO “4 ; rf 

FROM Waco Houston San Antenio | Corpus Christi Alice Laredo via Alice ee en Gulf R. R. 
See CMF ....---- Tie rt days i le i ole } ae 3 San Antonio Southern Ry. 
—) 7." a 312 « Bie « Sin « St. Louis Southwestern Ry. (Cotton Belt) 
New Orieans 3 days 3% * a ee. 








\! 


3 * Sugar Land Ry. 
Proportionate service to above is rendered to all intermediate points. Foun *. —n_e Ry. 
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Where to reach them 





“FAR HORIZONS” 


In a recent editorial under the above caption, the New York Tribune 


stated that— 


“there is no tendency more 


potent than the tendency to 
go somewhere else.” 


When you feel that urge, think of the SOUTHERN PACIFIC: 


Through the Southland—Through the Mountain West—On the 
Great Pacific Slope—where, if ‘‘distance lends enchantment to the 
view,’ proximity transmutes these visions into glorious reality! 


SORE “eee oc Oe Oe Se 


For detailed information and lit- 
erature, address any agent of the 
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